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ASSOCIATED TRAFFIC CLUBS 
The Assodiated Traffic Clubs of America, the new 
national orgamigzation of traffic clubs, is now preparing 


to function imithe way intended by its founders. The 
time since the. organization meeting in Chicago last 
May has been spent in enrolling member clubs. Twenty- 
nine have enrolled and paid their dues. In view of the 
fact that many clubs suspend their activities in the 
summer. and that it has, therefore, been impossible to 
get action from them on this or any other subject, and 
the additional tendency toward delay in matters of this 
sort even where action is possible and favorable action 
is to be expected, we regard the showing to date as dis- 
tinctly favorable and exceedingly encouraging to those 
who have worked for a national organization repre- 
senting the traffic thought of the country. 

At a meeting of the officers and directors of the 
national association, held in Cleveland this week, the 
situation was canvassed and it was decided to get to 
work at once. A meeting of delegates from member 
clubs will be called for December 6 and 7 to be held 
in either St. Louis or New York. Those officers and 
directors attending the Cleveland meeting were equally 
divided as between these two places, and it was voted 
to leave the decision to a mail vote of the entire board. 
The effort is to select the place that is most likely to 
insure a full attendance. Some thought St. Louis, be- 
, cause of its geographical location, would bring the most 

delegates; others thought New York the psychological 
Place for, at least, the first meeting. It is only fair to 
Say that the New York directors present at the meeting 
voted for St. Louis. 

The officers and directors will make no attempt 
to force such views as they may have on the assembled 
delegates, but they have selected a number of topics 
for discussion at the convention, the idea being that it 
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is the function of the association to express itself on 
pressing transportation problems of national importance 
and interest, and that, after the discussiog, the views 
of the association may take form in resolutions pre- 
pared by duly appointed committees and submitted to 
vote of the delegates. 


The subjects thus chosen for consideration are as 
follows: 


1. Plan for the proper correlation of water, rail, 
and highway transportation. 

2. Eighteenth amendment legislation and law en- 
forcement, as related to ocean commerce. 

3. Transportation legislation at the approaching 
session of Congress: 

(a) Abolition of the Railroad Labor Board. 

(b) Anti-strike legislation. 

(c) Amendment or repeal of Section 15-A of 
the transportation act, relating to earn- 
ings of the railroads, based on valuation. 

4. Placing of inter-coastal steamship traffic under 
the jurisdiction of the Interstate Commerce Commis- 
sion. 

5. Consolidation of the railroads under the law; 
possible amendments to the law; and the policy of the 
Interstate Commerce Commission in administering the 
law. 

6. Plan for procedure of member clubs with re- 
spect to the business of the national association, for the 
purpose of expediting that business. 

With respect to No. 6 in the above list, President 
Banham has appointed a committee to draft a plan for 
the consideration of the convention. The practical diffi- 
culty in the function of the national association, unless 
something of this sort is done, is that it will be almost 
impossible to get action from any considerable number 
of member clubs in time to do any good, even when 
the sentiment of the clubs generally favors the line of 
action proposed in a given case. Under the constitution, 
a resolution adopted by the national association must 
go to member clubs for ratification and has force only 
as ratified by them. It can be readily seen, then, that, 
with many traffic clubs meeting only once a month or 
once in two months, and with even those meetings com- 
ing at different times in different cities, it would be 
difficult to procure united and prompt action by in- 
dividual clubs on something directed to their attention 
by the national association. If, therefore, the national 
organization is to function efficiently, some working 
plan must be agreed on by which member clubs can 
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GULF, MOBILE & NORTHERN 


some | Gulf, Mobile and 


Northern Railroad 
Maintains Daily Through Fast Freight Schedules 


via connections at Bells, Jagkson, Middle- 
ton, Tennessee, New Albany, Newton, 
Laurel, Miss., and Mobile, Alabama, afford- 
ing quick deliveries between Northern cen- 
ters and Southern and Southwestern points. 


SOUTHBOUND NORTHBOUND 
73 71 72 74 
9:30 AM 5:00 PM Lv. Jackson Ar. 8:50 AM 10:20 PM 
5:00 PM 12:30 AM Lv. NewAlbany Ar. 1:45AM 3:00 PM 
4:39 AM 1:20PM Ar. Newton Lv. 12;25'PM 2:20AM 

. 5:00 PM Ar. Meridian Ly. 
7:40 AM 4:30PM Ar. Laurel Lv. § 4 11:30 PM 
4:15 AM Ar. Mobile Lv. 10:00 


“THE ROAD OF SERVICE 
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CHICAGO, ILLINOIS PITTSBURGH, PENNSYLVANIA 

551 Marquette Bldg. 1212 J Law Bldg. 
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704 Free Press Bldg. 426 Pierce Bldg. 
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737 Railway Exchange Bldg. 436 Bank qf Commerce Bldg. 
NEW ORLEANS, LOUISIANA MOBILE, A 

1012 New Hibernia Bldg. 71 Cont’ Shest, 
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Interstate Commerce Commission 
CASES OF SPECIAL INTEREST 


CONSOLIDATED SALT CASES 


Dockets 14025, 14106, 14157 and I. and S. 1624. These complaints involve the adjustment of rates on salt from the 
Kansas, Louisiana, New York and Michigan fields to the salt consuming territory, particularly Chicago, Ill., East St. 
Louis, Il., and St. Louis, Mo. 


Hearing held at Chicago, Ill., beginning October 2nd. 
COMBINATION RATES ON BRICK AND TILE 


I. and S. Docket 1665. This docket involves the attempt of the carriers, in connection with the publication of rates 
in accordance with Docket 10733, to eliminate brick and articles taking brick rates from the benefit of the combination 
rule set forth in Agent W. J. Kelly’s Freight Tariff No. 228, I. C. C. No. U. S. 1, resulting in an increase of 50 cents 
per ton in all rates made on a combination basis. 


PORT DIFFERENTIALS 
Docket 13548. Complaint involves the adjustment of the all-rail, lake-and-rail and rail-lake-and-rail class and com- 
modity rates on import and export freight between New England ports and territory west of the Buffalo-Pittsburgh line; 


also export ex-lake rates on grain and grain products from Buffalo to New England ports, as compared with the rates 
to Philadelphia and Baltimore. 


Hearing held at Boston, Mass., October 3rd. 


SALT RATES FROM OHIO AND MICHIGAN FIELDS 


I. C. C. Docket 14250. Complaint involves the general adjustment of rates on salt from the Ohio and Michigan fields 
to Trunk Line, New England, Central Freight and Southeastern territories. Discrimination in favor of the New York, 
Kansas and Louisiana fields is alleged. Just and reasonable and non-discriminatory rates and minimum weights are asked. 


TRUNK LINE ASSOCIATION HEARING 


_ Hearing on Tentative Scales of Class Rates to be held at Pennsylvania Railroad Y. M. C. A. Auditorium, New York 
pL yooh 23. Requests for stenographer’s minutes of this proceeding should be addressed to the undersigned, 
c porters. 


For copies of stenographer’s minutes in all I. C. C. cases address The State Law Reporting Company, Official 
Reporters, Interstate Commerce Commission, 235 Broadway, New York City. 
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and will transact promptly the business coming before 
them by reason of their membership in the national 
organization, when promptness is important. The na- 
tional organization cannot, of course, dictate the pro- 
cedure to be adopted by any member club, but it can 
recommend a plan which member clubs—members be- 
cause they wish to see the organization a force—ought 
to be glad to adopt. 


Delegates, as no doubt it will be explained in the 
call for the convention, are, of course, expected to give 
some study not only to this subject but to the others 
on the program, that the debate may be instructive and 


the resulting resolutions, if any, valuable for the guid- 
ance of the country. 


The Associated Traffic Clubs of America is, thus, 
now an accomplished fact and is a success, at least until, 
because of failure to live up to expectations or for some 
other reason, the clubs that are now members show 
a lack of interest. Twenty-nine out of the possible fifty 
that might be expected to join is no small accomplish- 
ment for one summer’s work and will make a splen- 
did showing for the first meeting of. the association. 
It is enough, if the business of the association is con- 
ducted wisely, to exercise a great influence on the coun- 
try’s transportation affairs. And yet it is not to be 
gainsaid that the association would be much stronger 
and more influential if more clubs became identified 
with it. Several are expected to join in the near future 
and, doubtless, still others, now out merely because 
their interest has not yet been sufficiently aroused, will 
come in from time to time in the natural course of 
events. But there are others—and among them two or 
three of the largest clubs—that appear to be affirma- 
tively against becoming members. What their exact 
reasons are we do not know. We have heard it said 
in One case, for instance, that it was made to appear 
to the club concerned that the railroads were organizing 
and would control the association. Of course, that is 
a plain untruth if anybody assumes to say it. The presi- 
dent of the association is an industrial traffic manager 
of standing and the staff of officers and directors is 
made up of both shippers and railroad men. The same 
was true of the delegate body which organized the 
association and the same will doubtless be true of the 
convention in December. There is no foundation what- 
ever for any such suspicion and if any one entertains 
it he should investigate and learn his error before he 
voices it. As showing how preposterous it is, we have 
heard of another club that is hesitating about coming in 
because some of its leading railroad members think it is 
an anti-railroad organization. 


We have said many things in these columns about 
the purpose and plan of organization of this association 
and perhaps it would not be worth while to repeat them 
now. But we hope that the traffic clubs that have not 
yet joined will at least take enough interest to investi- 
gate and to consider carefully whether they ought not 
to join. We do not see how any club worth the name 
whose ambition or sense of duty rises any higher than 
the desire to attend golf outings or sit at monthly din- 
ners in the hope that some one will have something 
on the hip” can afford to stay out, at least until it is 
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proved that nothing can be accomplished. _ The asso- 
ciation may fail in its purpose, but its purpose is good 
and the way to make it succeed is for everybody who 
thinks that purpose good to help. 

Every man has a duty to himself and his family 
to make a personal success of his life. He has a duty 
to his employer to make for him as much money as 
he can. He is entitled, as he does these things, to a 
reasonable amount of pleasure—a good time as he goes 
along. But he has another duty—that of public service. 
Most men realize this, in a way and, also in a way, are 
willing to perform that service. Their difficulty usually is 
that they do not know how—there seems to be nothing 
for them to do. They can register and vote and give 
a little here and there in money to good causes, but 
there seems to be little opportunity, they think, for them 
to do any actual work while they are busy making 
a living. Unfortunately, this is true, in many cases. 
It is difficult to find the right kind of opportunity to 
serve. We say it is unfortunate, because the man who 
is not doing something of public service has a small 
life. But for the man in whose city there is a traffic 
club, to membership in which he is eligible because 
of his knowledge of transportation affairs, there should 
be no such difficulty. The opportunity for his club to 
serve in bringing about and keeping order in the trans- 
portation industry—the second largest in the country— 
is at hand. His opportunity lies in working in his club 
—merely using his accumulation of knowledge and ex- 
perience about a thing concerning which the ordinary 
man knows little or nothing, in favor of wise measures 
and right courses. 

We think that a traffic club, unless or until it can 
show some definite reason why this new association is 
improperly organized or is not practical in theory, is 
falling far short of its duty in not lending a helping 
hand. If it has what it considers such a reason it 
should make it known to those who are able to discuss 
it intelligently in the hope that its reason may fail to 
stand. There will, of course, be things in the constitu- 
tion or the by-laws, or the method of procedure, or 
the action taken from time to time that will not meet 
the full approval of every member. This is always true 
in every organization. But good comes from the united 
action of such organizations, nevertheless, and the in- 
dividual must sink his personal likes and dislikes in the 
will of the majority, so long as the action of that ma- 
jority—in the long run—results in good. This is ax- 
iomatic. It is the very essence of organization. 

We think that careful investigation cannot fail to 
prove to those inquiring that the purpose of this new 
national organization is good. If that is true, it is en- 
titled to support until it proves unworthy of that sup- 
port. It is time for the traffic clubs to think a little bit 
above the level of the banquet table and the golf links. 


PAPER MEN AND TRANSPORTATION 

Urging that men in the paper trade keep constantly in touch 
with the transportation situation, D. C. Everest, president of the 
Marathon Paper Mills Company, Rothschild, Wis., speaking be- 
fore the fall business conference of the American Paper and 
Pulp Association, in Chicago, October 19, declared that the 
present car shortage might prove disastrous to paper men in 
delaying their shipments and slowing up their production. He 
advised the members of the association to look far in advance 
to insure the movement of their products at the time wanted. 
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NEED FOR RAILROAD FACILITIES 


The sudden revival of business activity has forcibly im- 
pressed on the public the importance of adequate and efficient 
transportation service, said Charles H. Markham, president of 
the Illinois Central Railroad, October 18, in an address before 
the convention of the National Association of Farm Equipment 
Manufacturers in Chicago. He declared that business was cer- 
tain to continue to be good this winter and that the railroads, 
on account of the handicaps against which they are struggling, 
would be hard pressed to provide the cars needed for the ship- 
ment of coal, farm produce, building materials and other com- 
modities. 

Mr. Markham predicted that the agitation of the last year 
for lower rates would soon turn to demands for more railroad 
facilities and equipment. 

“One thing is certain,” he said. “That is that the capacity 
of the railroads to handle the business of the country must be 
increased constantly regardless of temporary fluctuations in 
traffic, or else there will be constantly recurring periods such 
as the present one in which the transportation machinery of 
the country is overloaded.” 

He declared his belief in public agencies for the supervision 
of so fundamentally important an industry as the railroad in- 
dustry, and laid the blame for past abuses on the fact that 
regulation had not at all times been intelligently inspired. He 
said the way to insure railroad progress is to provide fair and 
constructive regulation. 

Mr. Markham said that he was opposed to the expenditure 
of millions of dollars on inland waterway projects that were 
chimerical and wasteful, but declared that he favored such 
waterways as would render better and cheaper transportation 
than that offered by rail. 


Farmers and Freight Rates 


The business deflation which the farmer has felt so keenly 
has been due, not to freight rates, but, first, to the lack of a 
stabilized foreign and domestic market; second, to the lack of 
organized methods of marketing and distribution; third, to a 
lack of proper warehousing and storage facilities; and, fourth, 
to a change in method of financing the farmer. These were 
the conclusions of Donald D. Conn, formerly chief of the divi- 
sion of transportation, Congressional Joint Commission of Agri- 
cultural Inquiry, speaking, October 19, before the Farm Equip- 
ment Manufacturers’ Association, in Chicago. Mr. Conn is now 
an Official of the American Railway Association. 

“If the public expects the railroads to participate in periods 
of depression,” Mr. Conn said, “certainly it should allow them 
to share equally with other industries when prosperity returns.” 
The freight rate, he declared, is, of course, a factor in deter- 
mining prices of all commodities, but it is not a major factor 
when considered in relation to the others mentioned. The rela- 
tionship of freight costs to farm prices, Mr. Conn said, was 
constant from 1910 to 1916, when the great increase in farm 
prices began, reaching its maximum in June, 1920. There were 
practically no increases in freight rates in 1916 or 1917 and 
from 1917 to 1920 they increased far more slowly than did the 
price of farm products. The railroads did not participate in 
those years of general prosperity. 


“Since 1920, the relationship has constantly fluctuated,” he 
said, “and while the index of freight rates has been above that 
of farm prices for 1921, tendencies are fast approaching an 
equalization. Reductions in rates have been made by the Inter- 
state Commerce Commission, and with the final correction of 
the major factors causing the deflation you will find the return 
to the relative basis. 

“Neither have the railroads shared in the prosperity of 
other industry. The total amount of freight revenue of steam 
railroads in 1900 was 9.2 per cent of the value of manufactures; 
in 1910 it was 9.3 per cent and in 1920, 6.9 per cent. Don’t tear 
down one of the mediums of our industrial life—the railroads— 
simply because another may be suffering. Determine, first, the 
causes of the ailment and attack the disease at its source. When 
freight rates were low during ten years, and farm prices high, 
no one thought that the low rates were largely responsible for 
prosperity. We knew that European demand, competitive bid- 
ding between governments and individuals, together with the 
manufacture of credit, reflected the inflation of prices, which 
in turn had a profound influence upon the business of this 
country. May it not have been to a large extent the reverse 
during the period from which we are now recovering? 

“Because of extensive regulation, freight rates are the 
easiest thing to get at and sometimes we are too apt to strike 
there, whether they represent the real cause or not.. The prime 
interest of the agricultural producer in respect to transportation 
is the adequacy and efficiency of the transportation facilities 
which serve them. Good prices in the markets for agricul- 
tural products and our return to prosperous times will do nothing 
for the producer who is unable to get his products into the 
markets of the world, but must leave them on the farm. Last 
month, in Washington, one delegation representing shippers of 
potatoes, was seeking more cars and another across the street, 
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representing the same commodity, wanted a reduction in rates. 
In the long run, transportation cannot give both. We cannot 
‘play both ends against the middle’ and still expect the rail- 
roads to give the service which a growing country demands.” 


Stackhouse Suggests Plan 


A possible solution of the carriers’ difficulties was sug- 
gested by W. H. Stackhouse, of Davenport, Ia., in an address 
before the convention of the National Association of Farm Equip. 
ment Manufacturers in Chicago, October 19. The enactment of 
a law placing railroad employes in a preferred class, with 
slightly higher wages than those paid in other industries, but 
also making striking by railroad employes a felony, was pro- 
posed by him. He declared that such a measure would prevent 
a repetition of a strike such as the recent one and would usher 
in a period of tranquillity in so far as the nation’s transporta- 
tion system was concerned, especially if employment were at 
all times left open. to those with the proper qualifications, 
whether members of any organization or not. Mr. Stackhouse 
also recommended granting to the railroads a fixed rate of re- 
turn on their property value. 


REVENUE FREIGHT LOADING 


Freight loading dropped from 988,381 cars in the week ended 
September 30 to 968,169 cars in the week ended October 7, a 
decrease of 20,212 cars, according to the weekly report of the 
car service division of the American Railway Association. 

In the weeks of 1921 and 1920 corresponding with that end- 
ing October 7 the loading totaled 899,681 and 1,011,666 cars, res- 
pectively. The latter loading was within 1 per cent of the peak 
of 1920. 

The decrease in the week ending October 7 was reflected 
chiefly in the loading of merchandise, L. C. L., and miscellaneous. 
The loading of merchandise, L. C. L., dropped from 234,517 cars 
in the preceding week to 228,515 cars, and the loading of mis- 
cellaneous dropped from 354,581 to 345,267 cars. Officials of the 
car service division were inclined to the belief that the decrease 
reflected to a certain extent heavier loading of merchandise 
per car. 


The loading of grain and grain products dropped from 52,129 
cars in the preceding week to 50,553; live stock, from 39,830 
to 39,359; coal, from 189,349 to 189,312; forest products, from 
58,742 to 57,844; and ore, from 49,777 to 47,439. The only com- 
modity showing an increase was coke, which jumped from 9,456 
to 9,880. 


Loading by districts in the week ending October 7 and in 
the corresponding week of 1921 was as follows: 


Eastern district: Grain and grain products, 8,006 and 9,086; 
live stock, 3,302 and 3,167; coal, 57,364 and 49,211; coke, 1,939 
and 1,860; forest products, 5,843 and 4,555; ore, 4,238 and 
2,429; merchandise, L. C. L., 63,298 and 63,472; miscellaneous, 
93,710 and 81,393; total, 1922, 237,700; 1921, 215,173; 1920, 
248,303. 


Allegheny district: Grain and grain products, 3,127 and 
2,539; live stock, 3,387 and 3,076; coal, 55,903 and 51,069; coke, 
4,752 and 2,600; forest products, 3,187 and 2,614; ore, 9,208 and 
5,127; merchandise, L. C. L., 45,918 and 48,009; miscellaneous, 
71,143 and 58,971; total, 1922, 196,625; 1921, 174,005; 1920, 212,538. 

Pocahontas district: Grain and grain products, 177 and 264; 
live stock, 383 and 328; coal, 16,981 and 21,361; coke, 286 and 
178; forest products, 1,340 and 1,237; ore, 29 and 93; mer: 
chandise, L. C. L., 5,055 and 5,707; miscellaneous, 3,635 and 4,061; 
total, 1922, 27,886; 1921, 33,229; 1920, 38,228. 

Southern district: Grain and grain products, 3,912 and 
3,901; live stock, 2,425 and 2,144; coal, 22,311 and 23,971; coke, 
903 and 472; forest products, 18,523 and 15,993; ore, 1,168 and 
435; merchandise, L. C. L., 38,424 and 39,956; miscellaneous, 44, 
770 and 41,573; total, 1922, 132,436; 1921, 128,445; 1920, 132,301. 

Northwestern district: Grain and grain products, 17,904 and 
18,639; live stock, 9,622 and 9,030; coal, 10,483 and 10,001; coke, 
1,451 and 619; forest products, 15,679 and 11,636; ore, 30,091 and 
16,199; merchandise, L. C. L.; 28,678 and 28,640; miscellaneous, 
41,415 and 43,262; total, 1922, 155,323; 1921, 138,026; 1920, 167,255. 

Central Western district: Grain and grain products, 12,734 
and 15,430; live stock, 16,127 and 12,617; coal, 19,290 and 22,139; 
coke, 389 and 218; forest products, 7,057 and 6,639; ore, 2,142 and 
741; merchandise, L. C. L., 31,604 and 32,239; miscellaneous, 58,- 
723 and 52,980; total, 1922, 147,706; 1921, 143,003; 1920, 142,580. 

Southwestern district: Grain and grain products, 5,053 and 
4,598; live stock, 4,113 and 3,405; coal, 6,980 and 4,843; coke, 160 
and 121; forest products, 6,215 and 6,645; ore, 563 and 739; mer: 
chandise, L. C. L., 15,538 and 16,900; miscellaneous, 31,871 and 
30,549; total, 1922, 70,493; 1921, 67,800; 1920, 70,461. 

Total, all roads: Grain and grain products, 50,553 and 54,457; 
live stock, 39,359 and 33,767; coal, 189,312 and 182,595; coke, 
9,880 and 6.068; forest products, 57,844 and 49,319; ore, 47,439 
and 25,763; merchandise, L. C. L, 228,515 and 234,923; mis- 
cellaneous, 345,267 and 312,789; total, 1922, 968,169; 1921, 899,681; 
1920, 1,011,666. . 
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Current Topics 
in Washington 


Control of C. P. by S. P—The Southern Pacific’s applica- 
tion for an order permitting it to obtain control of the Central 
Pacific by means of a lease and stock holding is expected to 
cause such a consideration of the consolidation part of the 
transportation act as is seldom given a statute so soon after its 
enactment. The interstate commerce law and the Sherman 
anti-trust laws, to mention only two notable examples, were on 
the books for a considerable period before they received deep 
study. But that, it is certain, will not be the truth respecting 
the consolidation section. The application is about as pointed 
a proceeding as could have been initiated, coming as it has after 
two significant things took place.- The first is that the Commis- 
sion, contrary to the recommendation of Professor W. Z. Ripley, 
its special examiner in railroad consolidation matters, tentatively 
put the Central Pacific in the group of which the Southern Pacific 
is to be the main stem, The second is that the Supreme Court, 
after the enactment of the consolidation section of the trans- 
portation statute and after the Commission’s tentative plan was 
made decided that the éontrol of the Central Pacific by the 
Southern Pacific was in violation of the Sherman law. That 
decision caused some surprise among those who recalled that 
the Supreme Court avoids deciding a matter before it when it 
can do so. It seemed to them that the court easily could have 
held that inasmuch as Congress had enacted the consolidation 
section, it had, thereby, remitted to the Commission the question 
whether the merger of the two roads should or should not con- 
tinue. But such a holding would not have been in accord with 
the fact. Congress did not remit such a question to the Com- 
nission. Most lawyers, since they have had time to consider the 
court’s decision and the consolidation sections, have come to 
the conclusion that what Congress placed on the shoulders of the 
Commission was the duty of deciding whether consolidations that 
might otherwise be in violation of the anti-trust laws, should be 
permitted. It authorized the Commission, when it should be of 
the opinion that a merger would be in the public interest, to 
authorize it. Then it said that when such permission had been 
given the anti-trust laws should not apply. On that view of the 
law the court, it is suggested, could not say that Congress had 
remitted to the Commission any question in connection with 
the merger of the Central and Southern Pacific roads. Unless 
the court should hold the merger to be in violation of the Sher- 
man law, the Commission could not do anything with the matter. 
It might, in making a plan for consolidations, say that the 
Central Pacific and the Union Pacific might consolidate, but it 
could do nothing to compel them to consolidate. By decreeing 
the divorce of the Southern and Central Pacific roads, because 
their union was in violation of the Sherman law, the court, it 
is suggested, made it possible for the Commission to pass, in 
an effective manner, upon the question of public interest, un- 
hampered in any way. Talk about the Commission “overruling” 
the Supreme Court has not, apparently, made any impression 
upon well versed men. There would be no ‘element of over- 
ruling because the Commission, in administrating the law acts in 
a administrative, not a judical capacity. So long as it keeps 
Within the meaning of a statute the administration of which is 
committed to it, the courts, time and again, have pointed out that 
they have no power to change a ruling or order of the Commis- 
son, no matter how foolish they may think, as a matter of policy, 
the ruling or order may have been. If, as most men who have 
thought on the subject appear to believe, the consolidation 
‘ection of the transportation law authorize the Commission to 
Permit consolidations, because they are in the public interest, 
regardless of the terms of the anti-trust laws, then an opinion 
that the continuance of the merger would be in the public 
interest would not be any reflection either on the law, as 

eclared by the Supreme Court, or a presumption on the part 
ofthe Commission. The judicial power of the court operates on 
the past, while the administrative power of the Commission 
has regard only for the present and the future. The Commis- 
Sion and the court operate in distinct spheres. Most lawyers 
Tecognize that fact, hence the failure of the “overruling” sug- 
gestion to make a notable impression. 





” Confusion as to Assigned Cars.—Before the coal trade 
= to normal, it is suspected, litigiously inclined coal men 

l make several appeals to the courts for the relief they think 
ae are entitiled to obtain from practices of the railroads 
. becting private and assigned cars. Reports from several 
— are taken as indicating that railroad operating officials, 
a Some of their lawyers, too, have confused private cars 
ft pe for certain services and coal cars assigned for railroad 

el. One railroad has refused to set private cars for railroad 
aa on the ground that the mine to which the cars have been 

Signed has not a six month’s contract with the railroad com- 
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pany for taking the whole production of the mine from which 
the coal is to be taken. Reports from other parts of the country 
indicate about every kind or intertwining of the two closely 
akin questions that could possibly be imagined. Owners of cars, 
other than railroads, it is believed, will go to court asking for 
orders requiring the railroads to obey what most private car 
owners believe to be the rule in the Traer case—namely, that 
when a man, not a common carrier, tenders a car it must be 
sent to the point indicated by him and used for the purpose 
nominated by him, if there are no embargoes or preferred use 
service orders to prevent. Even when there are such orders, 
owners believe, their cars may not be used for the benefit of 
any other person, without their consent. 





Diplomats and Judges Disagree.—Publication of the cor- 
respondence between the American and British governments 
respectnig control of the rum-running that is being done under 
the British flag discloses flat disagreement between the State 
Department and the federal courts as to the right of search 
beyond the three mile limit. Secretary Hughes’ note is an un- 
qualified acknowledgment that the right of search does not 
exist beyond the three mile limit, even for the purpose of pre- 
venting the violation of American laws. The _ prohibition 
enforcement officers, in conducting searches beyond the three 
mile limit, are depending on a number of cases in American 
courts that seemingly approve, as not in violation of inter- 
national law, acts on the high seas by American authorities 
done to prevent violations of local laws. The prohibition navy 
is acting on the theory that the State Department’s view is of 
no weight with it. The Hughes acknowledgment that the right 
of search is held in check by the three mile limit is in the form 
of a suggestion that the two governments make a treaty giving 
to each other the right to conduct search twelve miles from 
shore. That, the British government has politely refused to 
consider. However, it has promised to do everything possible 
to prevent the traffic that has been made possible by infractions 
of British law by colonial officials, and especially the transfer of 
American ships to British registry, without the consent of the 
Shipping Board, which consent must be given if the Board is 
not willing or able to buy a boat which the American owner 
desires to transfer to a British subject. He can force that con- 
sent by tendering the boat to the Board. He thereby can make 
a record enabling him to make a transfer which would vest the 
legal title in the British subject but leave the American the 
real owner of the craft. Mr. Hughes referred, in his note, to 
such Americans as “citizens of questionable reputation” and 
“known to be engaged in the smuggling business.” The British 
government, in declining even to talk about a treaty said it had 
moved against fraudulent changes of registry even before Mr. 
Hughes mentioned the subject. 





Growth of Federal-aid Roads.—More than 1,000 miles a 
month has been the rate of growth of completed federal-aid roads 
in the present working season, says the Bureau of Public Roads, 
United States Department of Agriculture. The mileage com- 
pleted on August 31 totaled 19,308, of which 6,401 miles have 
been added since the begining of the year. On the same date 
there was under construction 14,670 miles. Federal-aid roads 
in all stages, from approved projects to complete roads, now 
total 41,405 miles, or 23 per cent of the system of highways being 
outlined by state and federal engineers to serve the whole coun- 
try, and which will consist of approximately 180,000 miles. 





Household Goods by Truck.—Moving household goods from 
Washington to Rochester, N. Y., which would not ordinarily be 
called a short haul, is cheaper than moving by railroad, if the 
cost of crating and delivery to and from the freight stations, 
is added to the freight rate. In Washington, the cost of crating 
the furniture in a nine-room house for movement by freight was 
estimated at $300. The housewife to whom that estimate was 
given totted up the various items of cost and came to the con- 
clusion that it would be a bit cheaper to ship by truck than by 
railroad. The cost of delivery to and from the freight stations 
was figured at $100 because reliable furniture movers, in both 
cities, charge about $50 for moving the amount of furniture con- 
tained in such a house. The truck owners undertook to protect 
the household goods in transit between the cities just as they 
would have protected it in moving it from one point to another 
in the same city. They, therefore, relieved the woman who was 
doing the moving of the expense and-.worry of having the stuff 
crated in Washington and then unpacked in Rochester. The 
truck company undertook to assume full libility for loss or 
damage because the women who was doing the moving intended, 
if the freight cost were decidedly lower, to ship her goods, not 
as “household goods” but as so many chairs, so many tables, and 
so forth, demanding the L. C. L. rate. on each, which carries 


with it full liability, and not on the released household rate. 





War Talk Optimistic.—How greatly influenced by hope men 
are in time of war may be inferred from the; fact that, just 
as the armistice was signed it was announced that the United 
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States had enough helium to inflate a large number of derigibles 
to carry high explosives in hundreds of tons, and that the fact 
has now come out that the army and navy combined have only 
enough of that gas to inflate two balloons. Plants for the pro- 
duction of helium were nearing completion at the end of the 
war but they had not such a quantity of the gas on hand as to 
warrent the optimistic statements given to the public. Now 
the War and Navy departments have decided to pool their re- 
sources and efforts for the production of the gas, without which 
the operation of any kind of balloon is a dangerous matter, as 
shown by the destruction of the Roma in England and two semi- 
dirigibles in this country. Helium is found in natural gas. It 
is so rare that its cost would be prohibitive for anything other 
than war, in which cost is not even so much as a secondary 
consideration. The two helium gas plants are in Texas. One 
is in operation but the other is closed because the making of 
helium, in time of peace, has been deemed too expensive. That 
conclusion has been wrecked by the destruction of the three 
balloons before mentioned. Helium can be obtained in ways 
other than taking it out of natural gas, but those processes are 
slow in comparison with the natural gas method. Inasmuch 
as natural gas is to be found in large quantities only in this 
country, the Uuited States, in the next war, probably will have 
an advantage over its enemy in the matter of derigible and 
semi-dirigible balloon gas. But the supply will not be so nearly 
unlimited as war-time talk indicated it would be in the imme- 
diate future. Helium will not burn and the waste, except in 
cases of the rupture of the gas bag, is comparatively small. 


A. E. H. 


REVIEWS CAR SITUATION 


A comprehensive review of the box car situation, accom- 
panied by detailed tabulations both as to box cars and as to all 
freight cars, was sent this week to railroads by the American 
Railway Association. The following totals (all regions) are 
taken from the tabulations: 


Box Car Per Cent : 

Ownership. Box Cars on Line to Ownership. 

Date Oct. 1 July August Sept. Oct. 
1922 I a ncaa) ¢actmis ote hee 99.6 99.9 101.1 101.5 
1921 EKG Ween a eee wens vee 99.0 98.9 99.0 99.5 
1920 SONS Bilddot. <s etvach 102.1 101.9 99.6 100.1 

Per Cent 

Box Cars on Line Awaiting Repairs 

Date July August Sept. Oct. 
aS: 5:0 SE 6 ea ecetete ede eae @raceuiil 14.9 15.6 14.0 12.6 
ES Goer Site Svs: aroha 4 era ore oe mimiae oaretare oe 17.4 18.2 17.8 16.8 
DO Pie Sh ECE ab ele a vad ees Ceeeoe 6.5 6.9 6.6 6.9 

Total Freight Car Per Cent 

Ownership. All Cars on Line to Ownership. 

Date Oc July August Sept. Oct. 
1922 NE kBtibiilo sca docened 98.5 98.1 98.7 98.8 
1921 NN EET LETS 98.3 98.4 98.3 98.6 
1920 DES, 60 oo +See oa as en 98.9 99.1 97.3 97.5 


Total 
Per Cent All R. R. Owned Cars Revenue Freight Car Loadings. 


on Line Awaiting Repairs. 5 Weeks. 4 Weeks. 5 Weeks. 

July — Sept. Oct. Ju August September 

1922 14.3 8616. 14.1 12.8 4,176,979 3,450,988 4,671,933 
1921 15.4 16.3 16.2 15.8 3,774,964 3,238,477 4,211,864 
1920 7.2 7.4 7.2 7.4 4,495,447 3,876,410 4,836,606 


M. J. Gormley, chairman of the car service division, in a 
memorandum on the box car situation explanatory of the de- 
tailed figures in the tabulations, said: 


These figures indicate— 

(a) That combined the Eastern and Allegheny Regions, in 
other words, the territory east of the Mississippi and north of 
the Ohio rivers, had on July ist 106.8 per cent of their box car 
ownership as compared with 119.9 per cent in 1920; August ist 
106.2 per cent, compared with 119.4 per cent in 1920; September ist 
110.5 per cent, 1920, compared with 108.4 per cent in 1922; October 
1st 109.7 per cent, 1920, compared with 113.7 per cent in 1922, show- 
ing that up until the first day of October there were less box cars 
in this territory than there were in 1920. 


(b) Combining the territory east of the Mississippi and south 
of the Ohio rivers, we find an increase in cars on line in this terri- 
tory compared with 1920, and beginning with July 1st gradually 
increasing until October ist. The roads and the lines in this dis- 
trict were handling the heaviest coal production ever handled dur- 
ing their history during the months of April, May and June, and 
beginning with the strike of the shop crafts on July 1st there was 
a gradual accumulation of traffic on all of these lines that made 
it impossible to secure prompt movement of the loaded or empty 
equipment. This without a doubt is responsible entirely for the 
increase in box cars on line as compared with 1920. The em- 
bargoes against receipts of traffic from connections and loading on 
a great many of the lines in this territory which were in effect for 
July and August have gradually been taken off and traffic that 
has been held out of those territories has been moving in there 
more freely since the first of September. There has been a very 


considerable reduction in the cars on line in the Southern District - 


sae since September 15th, due to improved transportation con- 
tions. 


(c) Combine the Northwestern, Central Western and South- 
western regions it shows that on July 1, 1920, there was 87.7 per 
cent box cars of ownership on line, as compared with 94.2 per cent 
July, 1922: August 1, 1920, 90.1 per cent, compared with 94.5 per 
cent 1922; <3 peg 1, 1920, 91.9 per cent, compared with 94 per 
cent 1922; 94.3 per cent October 1, 1920, compared with 92 per cent 


Divided by regions the situation is about as follows: 
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Eastern Region 


2.6 per cent less box cars on line than ownership Oct. 1, 1922. 

2.1 per cent less box cars on line than on Oct. 1, 1920. 

0.1 per cent increase in ratio of loading to total loading in all 

regions as compared with 1920. 

This shows that for the region as a total that they have com- 
paratively less cars on line than they had in 1920 at a time when 
the loading was on a parity with the present and that they loaded 
practically no greater proportion of the loading -of the country 
as a whole than they did in 1920 or 1921. 

Group “A” of the Eastern Region is the only territory showing 
an excess over ownership, and that is in New England. hey have 
approximately 9 per cent in excess of the cars on line that they 
normally had during a period of car surplus. Under orders from 
the Car Service Division cars are now moving out of New England 
empty to make up a deficit of the United States roads to the 
Canadian roads. In addition to that they are moving out of New 
England to the anthracite loading roads for loading to the west, 
In view of the transportation conditions it is not practical to at- 
tempt the movement of empty box cars out of New England to the 
west and, furthermore, the demand for westbound loaded move- 
ment will absorb all cars available for movement in that direction. 


Allegheny Region 


30 percent more box cars on line than ownership Oct. 1, 1922. 

10.1 per cent more box cars on line than on Oct. 1, 1920. 

0.3 per cent increase in ratio of loading to total loading in all 
regions as compared with 1920. 

This is a territory that normally has box cars on line in excess 
of ownership, even during a period of car surplus, due to the fact 
that inbound business in box cars is received in excess of outbound 
business. It is a heavy coal-producing territory and since August 
ist the necessities of coal production have absorbed facilities 
which have increased transportation demands in certain districts 
and made the equalization of box car traffic more difficult. How- 
ever, box cars are being delivered to western connections in excess 
of the number of box cars received, thereby reversing the normal 
flow; also box cars are being delivered empty to western connec- 
tions in volume and to some extent to southeastern lines who have 
a deficit compared to ownership. 


Pocahontas Region 


‘ 48.1 percent more box cars on line than ownership Oct. 1, 1922. 

26.5 percent more box cars on line than on Oct. 1, 1920. 

1.0 percent decrease in ratio of loading to total loading in 

all regions as compared with 1920. 

The percentage of box cars on line in excess of ownership 
appears heavy, but in actual figures is only a comparatively small 
number, due to the region constituting only three roads with an 
ownership of less than 15,000 box cars. These conditions are the 
after effects of the coal and shopmen’s strikes and other labor 
difficulties, which were somewhat more acute in this territory 
than elsewhere. Specific instructions are in effect on the lines in 
this district to expedite the return home of cars belonging to the 
roads in the three western regions, which will have a material 
effect in restoring the proper car balance. 


Southern Region 


5.9 per cent more box cars on line than ownership Oct. 1, 1922. 

9.2 per cent more box cars on line than on Oct. 1, 1920. 

0.4 per cent decrease in ratio of loading to total loading in all 

regions as compared with 1920. 

Increase in box cars on line October 1st due almost entirely 
to result of conditions of operation already cited, due to the coal 
and shopmen’s strikes. Decrease in their relative loading also due 
to this same cause. With operating conditions rapidly being re- 
stored to normal the number of box cars on line is also being 
brought down to a satisfactory figure. Furthermore definite ar- 
rangements applying to the return of cars belonging to western 
lines are in effect and are expediting the movement of equipment 
into the three western regions. 


Northwestern Region 


1 per cent less box cars on line than ownership Oct. 1, 1922. 
0 per cent more box cars on line than on Oct. 1, 1920. 
0.6 per cent decrease in ratio of loading to total loading in all 
regions as compared with 1920. 

Roads in this territory had on August Ist supply of cars prac- 
tically equal to their ownership, thus putting them in good posi- 
tion for handling the seasonal movement of crops starting at that 
time. Decrease since that date has been due entirely to heavy 
off-line traffic. It will be noted that with a considerably better 
car supply than in 1920 the ratio of loading in the region to the 
total was less than in that year. There are two or three roads 
in this district to which assistance is being given by arbitrary 
delivery of empty box cars due to the unusual volume of off-line 
traffic and lack of compensating return loaded movement and to 
meet an emergency potato movement. 


Central Western Region 


16.5 per cent less box cars on line than ownership Oct. 1, 1922. 

7.4 per cent less box cars on line than on Oct. 1, 1920. 

1.3 per cent increase in ratio of loading to total loading in 
all regions as compared with 1920. 

In spite of a slightly less car supply than in 1920 it will be 
noted that the ratio of loading to the total in all regions increase 
perceptibly. During the three months, July 1st to October Ist, 
Central Western Region has handled an ee heavy versa 
of off-line traffic, including lumber, grain and other agricultura 
products. It is believed that the increasing westbound movemen 
of cars from the eastern territory will balance this movement an 
increase the supply of cars on line. 


Southwestern Region 


9.9 per cent more box cars on line than ownership Oct. 1, 1922. 

1.8 per cent less tox cars on line than on Oct. 1, 1920. m 

0.3 per cent increase in ratic of loading to total loading in & 

regions as compared with 1920. hip 

This territory shows an excess of cars on line to owners 4 
and a consistent increase in cars since July ist. This has Lae 
due to normal movement of grain and agricultural oe Le 
Central Western Region to consuming territory and to ports n’s 
export; also due to operating conditions as result of the BOD oD 
strike, which has interfered in some degree with free circula on 
of cars. It will be noted, however, that the increase in cars for 
line during this period occurred in each of the three yeere ag 
which figures are shown. Heavy demands for northbound loa = 
particularly forest products, will reduce the supply in this be ton 
tory somewhat more rapidly, particularly now that the co 
movement is practically over. 
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PROPORTIONAL RATE ON GRAIN 


In disposing of I. & S. No. 1585, “Nonsurrender of Inbound 
Billing in Connection With Proportional Rates On Grain Between 
The Twin Cities And Lake Superior Ports,” opinion No. 7890, 73 
I. C. C. 455-58) (see Traffic World, October 14, p. 803) wherein 
the respondents proposed to waive surrender of inbound-freight 
bills as condition precedent to the application on grain origin- 
ating beyond Minneapolis, St. Paul and Minnesota Transfer, 
Minn., of the proportional rate from those points to Duluth, 
Minn., and Superior, Superior East End, and Central Avenue 
(Superior) Wis., and to accept in lieu thereof certification that 
the grain was to be forwarded by boat, the Commission pointed 
out, in finding the proposal not justified, that the practice of 


permitting the application of proportional rates and stop-over ° 


privileges without the surrender of inbound freight bills was 
discussed at length and condemmed in its recent report in 
Kansas City Board of Trade vs. A. T. & S. F. Ry. Co., 69 
LC. C., 185. 

“In view of the principles enunciated in that case and in 
others of earlier date, it is unnecessary specifically to pass 
upon the precise effect which the provision under suspension 
would have if it should become effective,” the Commission said. 

The schedules were suspended until November 16 on protest 
of the Duluth Board of Trade. The Commission said that on 
January 1, 1922, the proportional rate between the Twin Cities 
and the lake ports named was reduced from 7.5 to 6 cents, and 
that the current local rates from the Twin Cities to Duluth and 
Superior were 7 and 11.5 cents, respectively, the former being an 
intrastate rate. It said the evidence indicated that the result 
which respondents proposed to accomplish under the suspended 
provision was the application of the 6-cent proportional rate on 
coarse grain shipments northbound from the Twin Cities to Du- 
luth-Superior without regard to the point of origin or the date of 
original shipment, but expressed doubt that the intended purpose 
would be accomplished. 

The Commission said the Duluth Board of Trade had opposed 
the establishment in the past of similar provisions which would 
have worked to its disadvantage and that to be consistent, 
opposed what it considered would be an unwarranted cutting 
of the through rate, even though in the instant case it would 
work to its advantage. 

The respondents, the Commission said, did not propose to 
maintain indefinitely the suspended provision but that their 
position was that in order to relieve the Twin City elevators in 
anticipation of the movement of the new crop, they could well 
afford to apply the 6-cent proposed rate regardless of the require- 
ments of inbound billings. 

Commissioner Esch, dissented, said the suspended schedules 
proposed reductions in rates on grain which could not otherwise 
move on the present proportional rates, in order to relieve the 
congested condition of elevators at the Twin Cities to make 
room for the new crop, and that in the absence of any positive 
finding that they would violate some provision of the act he 
was of the opinion that they should permitted to take effect. 

The Commision ordered the schedules cancelled on or before 
November 15. 


NO DAMAGE FROM MISROUTING 


Finding that a carload shipment of soft coal from Zeigler, 
Il, to Hitchcock, 8. D., was misrouted but that complainant’s 
subscriber was not shown to have been damaged thereby, the 
Commission has dismissed the complaint in No. 13164, North- 
western Traffic & Service Bureau, Inc., vs. Missouri Pacific et al., 
opinion No. 7893, 73 I. C. C., 471-2. 

The shipment was routed by the shipper “M. P., C. & N. W.” 
The Missouri Pacific connects with the Chicago & North Western 
at Omaha, Nebr. The rate applicable over that route was $8.15 
ber net ton, composed of $3.05 to Omaha, plus $5.10 beyond, the 
distance being 907 miles. The Commission said the lowest rate 
between point of origin and destination was a joint rate of $3.90 
applicable over the Missouri Pacific to St. Louis, Wabash to 

8 Moines, Ia., and C. & N. W. beyond, a total distance of 839 

les. Due to congestion on account of the switchmen’s strike, 
the shipment having moved during March, 1920, the Commission 
Said the shipment could not be handled out of St. Louis by the 

issouri Pacific or Wabash, and without consulting the shipper, 
the Missouri Pacific delivered the shipment to the C. & E. I. for 
transportation to Chicago, thence C. & N. W. to destination. 
The applicable rate over this route, a distance of 1,075 miles, 
Was $4.95, composed of $1.55 to Chicago and $3.40 beyond. 

The Commission said damages for misrouting were measured 
y the extent to which the charges collected exceeded those 
Which would have accrued via the route directed by the shipper 


Decisions of Interstate Commerce Commission 


Se 


or which the carrier should have used in the absence of any 
instructions. In the case at bar, it said, the shipment moved over 
a less expensive route, and that it appeared that the consignee, 
instead of being damaged by the misrouting, was actually 
benefited. 


EAST ST. LOUIS STOCK RATES 


In a report written by Commissioner Potter on No. 11566, 
St. Louis Independent Packing Co. et al. vs. Chicago & Alton, 
Director-General et al. opinion No. 7891, 73 I. C. C. 459-65, the 
Commission held rates on live stock, from East St. Louis to St. 
Louis unreasonable and awarded reparation. It decided, how- 
ever, that the failure of the defendents to accord stoppage in 
transit or marketing arrangements on live stock at Hast St. Louis 
when originating at southwestern points and destined to St. 
Louis, was not unduly prejudicial to East St. Louis. An order 
directs the carriers involved to establish, on or before January 
6, the rates found reasonable from and after July 1. 

The charges for the service performed by the Terminal Rail- 
road Association and the Missouri Pacific, the carriers the 
charges of which were particularly under fire, at the present 
time, amount to $20.10 per car. The Commission found that the 
charges for switching live stock between municipalities on oppo- 
site sides of the Mississippi and Ohio rivers ranged from $7 to 
pie but that at most of them the $15 per car minimum was in 
effect. 

The report treated the request for reasonable rates and the 
request for transit arrangements in distinct parts, its finding 
with regard to rates being as follows: a 


We are of opinion and find that the combination rates applicable 
to the traffic here under consideration were and are unreasonable to 
the extent that the rates of the Terminal Association and the Missouri 
Pacific, used as components of such combination rates, exceeded or 
exceed the following: For the Terminal Association, $6.25 per car 
from June 25, 1918, to July 21, 1920, both inclusive; $5 per car from 
July 22, 1920, to August 25, 1920, both inclusive; $7 per car from 
August 26, 1920, to June 30, 1922, both inclusive; and $6.30 per car on 
and after July 1, 1922. For the Missouri Pacific, $2.50 per car from 
June 25, 1918, to August 25, 1920, both inclusive; $3.50 per car from 
August 26, 1920, to June 30, 1922, both inclusive; and $3.15 per car on 
and after July 1, 1922. The rates found reasonable for application on 
and after July 1, 1922, will be prescribed for the future. 


In disposing of the request for transit or marketing arrange- 
ments at East St. Louis, the Commission said: 


We shall now consider the question of the establishment of a 
market or transit service at East St. Louis. The general object of 
such a service is to permit live stock to be stopped at points inter- 
mediate to the final destination named in the bill of lading for the 
purpose of trying the market. The stock is unloaded and placed in 
pens. If an advantageous sale cannot there be made, it is reloaded 
and moved to final destination, the through rate to the latter point 
being protected by the carrier. This service necessitates all the 
switching, unloading, and loading that attaches to the sale of live 
stock at public markets. It will be noted that the service which com- 
plainants seek involves a back haul. Although a similar arrangement 
exists at such public markets as Omaha, Nebr., Denver, Colo., Okla- 
homa City, Okla., Fort Worth, Tex., St. Joseph and Kansas City, Mo., 
and even at East St. Louis, in every case the arrangement applies 
only in connection with traffic destined beyond and where the transit 
point pe Rae direct line of movement between point of origin and final 
destination. 


Under the circumstances, we are of opinion and find that the 
carriers’ refusal to provide this transit service at East St. Louis, upon 
complainants’ shipments, does not result in undue prejudice to them. 


REPARATION ON PENCIL SLABS 


An award of reparation has been made by the Commission 
in No. 12241, Standard Pencil Company vs. Director General, as 
agent, opinion No. 7894, 73 I. C. C., 473-5, the holding being that 
the applicable fifth-class rate of 66.5 cents per 100 pounds 
charged on 4 carloads of cedar pencil slabs from Cotter, Ark., to 
St. Louis, Mo., was unreasonable to the extent that it exceeded 
a commodity rate of 38 cents which was subsequently established. 

The complainant purchased a mill at Cotter shortly before 
the shipments moved. The first shipment moved September 12, 
1918, and the remainder in April and September, 1919, and in 
January, 1920. The 38-cent rate was established February 
29, 1920, after application therefor had been made by com- 
plainant, August 25, 1919. The defendant contended that the 
shipments were sporadic and properly subject to the class rate 
and that he was not derelict in failing to establish a commodity 
rate prior to February 29, 1920. 

Commissioner Hall dissented, contending that the defendant 
could not reasonably have been expected to anticipate every two- 
car-a-year movement and have commodity rate in effect therefor. 

“Two carloads a year of such an article as cedar pencil 
slabs hardly calls for the establishment of a commodity rate,” 
said he. “Class rates have their uses and are intended for use. 
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Under the circumstances, those here assailed were not unreason- 
able and the complaint should be dismissed.” 


NUT COAL NOT MISROUTED 


“The Commission has dismissed the complaint in No. 13167 
Northwestern Traffic & Service Bureau, Inc., vs. Chicago, Terre 
Haute & Southeastern et al., opinion No. 7895, 73 I. C. C., 475-6, 
on a finding that a carload shipment of nut coke from Terre 
Haute, Ind., to Onslow, Ia., was not misrouted, as alleged by 
complainant . The facts in the case and the Commission’s con- 
clusion were set forth in the report as follows: 


The case was submitted upon an agreed statement of facts. The 
shipment weighed 62,200 pounds and was routed by the shippers 
“Cc. T. H. & 8S. E., C. & N. W.”" The Chicago, Terre Haute & South- 
eastern connects with the Chicago & North Western at Chicago and 
the shipment moved over those lines via that gateway. The distance 
via that route is 373 miles, and the applicable rate was $5.765, com- 

sed of $2.66 to Chicago, plus $3.105 beyond. Charges were col- 
ected at a rate of $5.625 applicable over the Chicago, Terre Haute 
& Southeastern to Cheneyville, Ill., Lake Erie & Western to Peoria, 
Ill., Chicago & North Western to destination, 367 miles, composed 
of $2.52 to Peoria and $3.105 beyond, and the carriers have submitted 
a bill of undercharges on the basis of the $5.765 rate. 

The principle announced in Stebbins v. D., L. & W. R. R. Co., 42 
I. C. C., 150, and applied in Austin Powder Co v. W. & L. E. R. R. 
Co., 45 I. C. C. 199, and McCaull-Dinsmore Co. v. C., B. & Q. R. R. 
Co., 48 I. C. C. 507, is controlling here. Following the cases cited 
and upon this record we find that the shipment was not misrouted. 
The complaint will be dismissed. 


BUTTER, EGGS, ETC., FROM TEXAS 


In a report on I. & S. No. 1586, Butter, Eggs, and Dressed 
Poultry from Texas to Northern and Eastern Markets, opinion 
No. 7892 73 I. C. C., 466-70, the Commission has found not jus- 
tified proposed increased rates on butter, in carloads, and on but- 
ter, eggs and dressed poultry, in mixed carloads, from Texas 
points to northern and eastern destinations, and has denied 
fourth section relief. The schedules were ordered cancelled on 
or before Novembr 17. 

Th schedules were filed to become effective June 21, 1922, 
and provided for increased commodity rates on the commodities 
involved from points in Texas to destinations in trunk line and 
central territories, to a few points in Virginia, and to Montreal, 
Canada, for export. They were suspended until November 18 
on protest of the Dallas Chamber of Commerce, the Fort Worth 
Freight Bureau, and F. A. Kadane & Company, Inc. 

Rates on the commodities with which the report deals from 
Texas common points and from the Dallas-Fort Worth group are 
the same, the Commission said, these points being referred to 
collectively as common points. Rates from Texas differential 
territory, which comprises the western portion of the state, are 
made certain arbitraties over common-point rates. 

The Commission said the commodities were rated third 
class, minimum 20,000 pounds, in wéstern classification, but that 
for many years commodity rates lower than third value had been 
in effect to the Mississippi River crossings. No commodity rates, 
however, the report stated, have been or are in effect from the 
river crossings to eastern destinations class rates apply there- 
from. 

“Typical examples of present and proposed rates,” the Com- 
mission said, “from common points, together with the lowest com- 
binations, are shown below: 

Butter, Eggs and Dressed 


Butter Poultry, in Mixed Carloads 

Pro- Lowest Pro- Lowest 

Present posed Combi- Present posed combi- 

To nation nation 
Cents Cents Cents Cents Cents Cents 
A ee re 208.5 240 251.5 232.5 250.5 261 
Boston, Mass. ......... 216 249 261.5 240.5 259 270 
New York, N. Y....... 208.5 244.5 256.5 232.5 254.5 265 
Philadelphia, Pa. ...... 208.5 242.5 254.5 232.5 252.5 263 


The combination rates shown above are based on East St. Louis or 
Chicago, but the joint rates apply through all gateways. The proposed 
rates are lower than the lowest combinations, due to the fact that on 
January 1, 1922, the joint rates received the 10 per cent reduction ac- 
corded agricultural products, whereas the combinations reflect that 
reduction in the factors west of the river only. Under the general 
reductions of July 1, 1922, the factors east of the river were corre- 
sponse reduced. 

By the schedules under suspension respondents propose to revise 
these joint rates to equal the lowest available combinations of local 
rates. They state that originally these rates were based on lowest 
combinations, and that it has been their intention to maintain them 
on that basis. They insist that we have recognized that joint rates 
originally based on the lowest combinations may be revised to reflect 
subsequent changes in the factors. Respondents also contend that the 
combinations of local rates constitute the proper basis between these 
territories and that the joint rates were published merely for the 
convenience of shippers. They urge that the expedited service rendered 
would justify rates on these commodities higher than those proposed. 

The law places upon respondents the burden of showing that the 
suspended rates are reasonable and otherwise lawful. That they are 
made in accordance with a basis of long standing, while entitled to 
due consideration, is not of itself sufficient justification. Moreover, 
the evidence does not establish that these joint rates either were 
established or have been maintained on the lowest combination basis. 
For 10 years they were not on that basis, and on June 3 and July 3, 
1920, reflected such combinations for the first time, again becoming 
rower on January 15, 1922. 

The production of tae! and dairy products in Texas has grown 
rapidly since 1916 and is now an important industry. About 3,000 
ears are shipped annually to the destinations here considered, most of 
them to New York. 
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The proposed rates were compared with rates on fresh meats, 
the latter being lower, and the protestants asserted no justifi.- 
cation existed for higher rates on butter, eggs and poultry than 
on fresh meats. The Commission said no joint rates were in ef. 
fect from Oklahoma and southern Kansas to the East, combina. 
tions of proportional rates to the river crossings and class rates 
beyond applying. It said Texas producers now had lower joint 
rates to eastern destinations than producers at intermediate 
points in central Oklahoma, resulting in fourth section depart. 
ures which the Commission said should be eliminated. 

No commodity rates are in effect from Texarkana, Ark., and 
Alexandria, La., the Commission said, the class rates applicable 
being higher than the rates from Texas points in disregard of 
the fourth section. The Commission said there was little move 
ment from those points and that the carriers signified their 
willingness to rectify the situation by publishing rates no higher 
than those from more distant Texas points. 

In concluding its report the Commission said: 


Rates on butter and dressed poultry from Houston, Tex., and 
points basing thereon to certain points in eastern territory are lower 
than from intermediate points in common-point territory. The pro- 
posed rates from Houston are the same as from common points and 
would eliminate these fourth section departures, for which no justifi- 
cation was offered. Respondents will be expected to correct this situ- 
ation by publishing rates on these commodities from Houston no 
lower than those maintained from common points. 

When this case was assigned for hearing respondents were notified 
to furnish at the hearing the numbers of the fourth section applica- 
tions on file with us upon which they rely for protection of existing 
fourth section departures in the rates under consideration and to 
present justification for the continuance of such departures. They 
stated at the hearing that the departures shown to st are protected 
by fourth section application No. 636, filed by F. A. Leland, agent, 
but presented no evidence in justification of the continued relief 
sought. For protection of discriminations against intermediate points 
the rates from which were increased since August 17, 1910, the carriers 
rely upon fourth section order No. 3700. That order, however, does 
not permit the continuance of violations of the fourth section after 
the application for relief with respect to particular rates has been 
passed upon by us. In the absence of justification, the fourth section 
relief sought must be denied. 

We find that respondents have not justified the proposed rates. 
Rates somewhat higher than those from Oklahoma 2 menage may be 
warranted, but the record affords no basis for prescribing maximum 
reasonable rates from Texas or for determining a proper relationship 
between rates from Texas and Oklahoma. Cancellation of the sus- 
pended schedules will be required, and this proceeding will be discon- 
tinued. Appropriate orders will be entered. 


The fourth section order (No. 8348) denying fourth section 
relief follows: 


It is ordered, That those portions of the said application No. 636, 
by which carriers named as parties thereto seek authority to continue 
to charge for the transportation of butter, in carloads, and of butter, 
eggs and dressed poultry, in mixed carloads, from Houston and Gal- 
veston, Tex., and points grouped therewith, to points of destination in 
trunk line, New England and central territories, to points in Virginia, 
also to Montreal, Canada, for export, rates which are lower than the 
rates contemporaneously in effect on like traffic from Texas common 
‘points and other intermediate _. be, and the same are hereby, 
denied, effective February 10, 1923. 





MISSISSIPPI CLASS RATES 


The Trafic World Washington Bureau 


The Commission has instituted an investigation of Mississippi 
class rates in No. 14284, Mississippi Class Rates, as the result 
of the filing of a petition by all the railroads operating in Missis- 
sippi averring that the Mississippi Railroad Commission, by or: 
ders dated May 17, 1922, and June 20, 1922, prescribed intra 
state class rates which are substantially lower than the cor 
responding interstate class rates applying between points in 
Mississippi and points outside that state, and that pursuant to 
the orders the lower intrastate class rates prescribed have been 
established and are now in effect. 

The Commission’s order in part follows: 


It further appearing, that said petitioners allege that the © 


observance by themselves of said orders of the Mississippi Rail 
road Commission causes and results in undue and unreasonable 
preference and advantage of persons and localities in intrastate 
commerce, to the undue and unreasonable prejudice and dis: 
advantage of persons and localities in interstate commerce, and 
in undue, unreasonable and unjust discrimination against inter- 
state commerce; 

And it further appearing, that by the said petition there 
have been brought in issue rates imposed by the authority of 
the state of Mississippi: 

It is ordered, (1) That an investigation be, and it is hereby, 
instituted to determine whether the class rates required by the 
Mississippi Railroad Commission to be maintained by said rail- 
roads cause or will cause any undue or unreasonable advantage, 
preference or prejudice as between persons or localities in intra 
state commerce on the one hand and interstate commerce 0 
the other hand, or any undue, unreasonable or unjust discrimina 
tion against interstate commerce; and as to what rates, if any: 
or what maximum or minimum or maximum and minimum rates 
shall be prescribed to be charged by the petitions, in order to 
remove such advantage, preference, prejudice, or discrimination, 
if any, as may be found to exist. 

The proceeding will be set for hearing later. 
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October 21, 1922 


INTERSTATE RATE APPLICABLE 


In a report on No. 13689, R. L. Muse Lumber Co. vs. Director- 
General, as agent, Examiner Fred N. Oliver recommended that 
the Commission hold that on three of the four carloads of lum- 
per, sold in transit and reconsigned, the interstate rate of 30.5 
cents was applicable from Urick to St. Louis, Mo., but that the 
movement of one car, was wholly intrastate and the intrastate 
rate of 16 cents applied. The examiner said the Commission 
should hold that the one car was overcharged because a rate of 
17 cents was applied. The overcharge amounted to something 
over $5 which the examiner said should be refunded. 

The examiner said the original consignor did not intend to 
ship beyond St. Louis but that his intention did not govern. The 
title to the lumber passed twice while it was in transit in Mis- 
souri, he said, but that when it arrived at St. Louis there was 
no taking of possession. Instead the cars were reconsigned by 
wire and mail and the shipments continued to Cairo and St. 
Elmo, Ill. The complaint had no knowledge of the intended 
transportation beyond St. Louis. Freight was paid at St. Louis, 
the examiner said, but the right to control the cars had passed 
from the complainant and the owner of that right elected to 
send the cars beyond St. Louis so the interstate rate was 
properly applicable. The examiner said the facts easily differ- 
entiated this case from the ones on which the complainant relied 
to uphold the contention that the shipments were intrastate. 


GULF COAST LINE RATES 


Attorney-Examiner Arthur R. Mackley, in a proposed report 
on No. 12782, The Rio Grande Valley Chamber of Commerce et 
al vs. St. Louis, Brownsville & Mexico et al., suggested what, in 
his opinion would be reasonable differentials over the Texas 
common point rates for prescription by the Commission for 
application on traffic to and from Brownsville, Tex., and other 
points in the Rio Grande valley of Texas, in extreme south- 
western Texas. He said the rates to and from the valley should 
be changed in accordance with the recommendation of the 
defendants and not with the desire of the complainants which 
was for an extension of Texas common point rates to and from 
the valley. The complainants, however, accepted the proposal 
of the railroads so that, in the final analysis, the disposition of 
SE omgaed recommended by Mackley is one acceptable to both 
parties. 

The differentials, graded as to class relationships in accor- 


= with the scale adopted in the Shreveport case, are as 
ollows: 


1 2 3 5 
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At the hearing it was pointed out that the application of 
such a scale would result in lower rates to Brownsville than to 
Laredo on classes other than the first but Mackley said that was 
no reason for the Commision withholding the relief for Browns- 
ville recommended by him. He said it was possible the sit- 
vation resulting would be considered in connection with the 
intention of the Texas Mexican, expressed at the hearing, to 
cancel the 20.5 cent scale of differentials on St. Louis traffic 
and apply thereto the 22.5 cent scale now applicable on Shreve- 
port traffic. 

Mackley said the class rate differential, when applied to a 
common-point commodity rate, should be the differential for the 
class nearest in amount to that commodity rate, as prayed by 
the complainant; also that the differential on cabbage should 
be reduced to 3.5 cents, the same as on other vegetables. He 
said the Brownsville road should be forbidden to participate 
m common-point rates on vegetables from Laredo while contem- 
Poraneously withholding that adjustment from the Rio Grande 
valley. He said that when cucumbers or onions, or both, com- 
Prise more than 20 per cent of a mixed carload of vegetables, 
the minimum of 20,000 pounds for mixed vegetables should 
apply, in lieu of the 24,000 pounds which is the minimum on 
onions and vegetables when only the two mentioned are shipped 
im the mixed carload. 

The rate on cotton to Houston and Galveston, for coast- 
Wise interstate movement, now $1.04 from Brownsville and 93 
Cents form Laredo, Mackley said, should not exceed that con- 
temporaneously participated in by the Brownsville road from 

tedo. He recommended a similar finding in respect of export 
cotton, the rate on which he said was reported to be higher by 
the amount of the wharfage charge than on coastwise inter- 
state cotton. 
In respect of rates on broom corn to St. Louis, .Mackley 


Said the proposal of the defendants to grade up the differ- 
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entials to a maximum of 9 cents at Raymondsville, and south 
thereof to include Pharr, Mercedes, Mission and Sam Fordyce 
should be accepted as reasonable. 

The differentials on transcontinental traffic, ranging upward 
through various amounts on commodities on a 52.5 cent scale 
on the classes, Mackley said, should be abolished, and the 
valley placed on an equality with the remainder of Texas differ- 
ential territory, as to which the differentials under discussion 
do not apply. 

Mackley said the Commission should hold the defendants 
were justified in their proposals to apply an additional differ- 
ential at points on the San Benito & Rio Grande Valley. He 
said the condition of that road was not comparable with that of 
the Brownsville road and that only in four of the years between 
1912 and 1920, had it had an operating income and in only two 
years a net operating income. The class differentials, Mackley 
said should not be higher than those made by a scale beginning 
with 10 cents, the commodity differentials not higher than 8 
cents and the additional differential on vegetables not more than 
2 cents. 

The attorney-examiner said fourth section relief should 
be denied as to Odem and Robstown, as the distances to them, 
over the routes shown, were less than to Corpus Christi over 
the competitive route of the San Antonio & Aransas Pass. 

These recommendations as to how the rates should be 
adjusted are based on the major recommendation that the Gulf 
Coast Lines, in which the St. Louis, Brownsville & Mexico 
constitutes the controlling line as to the making of rates, should 
be required to desist from an undue discrimination against the 
Rio Grande valley, exclusively served by them, resulting from 
their participation in Texas common-point rates to and from 
Laredo, Tex. and their contemporaneous charges of differentials 
over the common-point basis on similar traffic to and from the 
valley points. 


LUMBER TO: THE SOUTHWEST 


In a tentative report on No. 13211, West Coast Lumbermen’s 
Association et al. vs. Abilene & Southern et al., Examiner F. C. 
Hillyer has proposed that the Commission find that rates on 
lumber and other forest products in carloads, from points in the 
North Pacific Coast group to points in the Southwest were and 
are unreasonable, unjustly discriminatory and unduly prejudicial 
and that it award reparation and prescribe non-prejudicial rates 
for the future, - 

The complainants are engaged in the manufacture of lumber 
and lumber products at points in Washington, Oregon and British 
Columbia west of the Cascade Mountains, hereinafter referred 
to as the North Pacific Coast group. They alleged in a complaint 


_ filed September 26, 1921, that the rates on lumber and other 


forest products from points in the North Pacific Coast group to 
points on defendants’ lines in eastern Colorado, southern Kansas, 
Oklahoma, New Mexico, Texas, Arkansas and Louisiana, had 
been since July 1, 1917, and were unjust, unreasonable, unjustly 
discriminatory and unduly prejudicial in relation to the rates 
contemporaneously maintained on like traffic from other rate 
groups in the Inland Empire and California. 

The Director General was not made a party defendant but 
he intervened at the hearing on behalf of the carriers. The 
Pacific Coast Shippers’ Association, together with some 72 in- 
dividual manufacturers of lumber and lumber products, the 
Carlisle Pennell Lumber Company, together with 28 individual 
manufacturers of lumber and lumber products at points in the 
north Pacific coast group, the California Redwood Association, 
the Southern Pine Association, the Western Pine Manufacturers 
Association and the California White & Sugar Pine Manufac- 
turers Association, intervened. Mr. Hillyer said: 


The rates on lumber and forest products from practically all pro- 
ducing points in the north Pacific group, extending from Vancouver, 
B. C., to Glendale in southern Oregon near the California state 
line, are the same to all points in the southwest. 

The present rates from groups in the Inland Empire to the south- 
west do not bear fixed relationships to the rates from the north Pacific 
coast group, but are closely related, one with the other. The principal 
group in the Inland Empire is the Spokane group, which embraces 
Spokane, Wash., Bonners Ferry, Coeur d’ Alene and Lewiston, Idaho, 
and Columbia Falls, Mont.; and other groups are designated as the 
intermediate, or ‘Note 8,’’ which includes Yakima, Wash., and Bend, 
Ore., the eastern Oregon group, which includes Baker City, Ore., and 
Nampa, Idaho; and Montana groups 1 and 2. The California coast 
group extends from Weed, Calif., and points on the Klamath Falls 
branch of the Southern Pacific in southern Oregon through the lower 
portion of California west of the Sierra Nevada mountain range. The 
Hawley-Truckee group embraces some 10 producing points in the 
Sierras near the California-Nevada line west and northwest of Reno, 
Nevada. The rates from producing points in the California coast 
group are the same to practically all points in the southwest, and the 
rates from the Hawley-Truckee group are in most cases a fixed differ- 
ential less than from the California coast group. The principal species 
of lumber shipped from these groups are fir from the north Pacific 
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coast, redwood from the California coast and pine from Inland Empire 
and the Hawley-Truckee groups. 

Rates hereinafter stated will be in amounts per 100 pounds, were 
those in effect May 1, 1922, and, unless otherwise specified were those 
on fir, spruce, hemlock and larch lumber in single carloads, designated 
in the transcontinental lumber tariffs as group D articles. Group A 
— to cedar shingles, group B to cedar lumber, and group C to 
shipments of timbers, poles and piling too long to be loaded on single 
cars. 

Complainants contend that the basic lumber rates from the north 
Pacific coast to the southwest were and are unjust and unreasonable, 
both inherently and relatively, and were and are unjustly discrimina- 
tory and unduly prejudicial to complainants and unduly preferential 
of competing producers and shippers of lumber from the Inland 
Empire groups and the California groups. They further contend that 
the rates on cedar shingles and cedar lumber, groups A and B, were 
and are unreasonable in those instances where they exceeded or 
exceed by more than 13.5 cents the contemporaneous group D rates 
from and to the same points; and that the rates on multiple-car ship- 
ments of long timbers, poles and piling were and are unreasonable 
to the extent that they exceeded and exceed the contemporaneous 
group D lumber rates from and to the same points. 


Mr. Hillyer said the relationships between the proposed 
rates, which are set forth below in his conclusions, from the 
north Pacific coast and from the Spokane and California coast 
groups should be woven into the rate structure from the other 
groups not specifically named in the findings and that defendants 
should preserve existing differentials between the different groups 
in the Inland Empire in relation to the Spokane group, and 
between the California coast and Hawley Truckee groups. He 
said the proposed conclusions took into consideration the 10 
per cent reduction in rates prescribed by the Commission as of 
July 1, 1922. 


Examiner Hillyer said the Commission should find: 


(1) That the rates assailed on fir and other kinds of lumber and 
forest products designated as group D from points in the north Pacific 
coast group herein above described to points on defendants’ lines in 
Colorado east of Colorado common points and to points in western 
and southern Kansas on the line of the Chicago, Rock-Island & Pacific 
east of Peyton and on the lines of the Missouri Pacific and points on 
and north of the line of Atchison, Topeka & Santa Fe east of Pueblo 
and Trinidad through Hutchinson and Emporia to Kansas City were 
unreasonable to the extent that they exceeded 45 cents per 100 pounds 
prior to June 25, 1918; 50 cents per 100 pounds from June 25, 1918, to 
August 25, 1920, inclusive; 66.5 cents from August 26, 1920, to June 30, 
1922, inclusive; and since June 30, 1922, have been, are and for the 
future will be unreasonable to the extent that they exceeded, exceed, 
or may exceed, 60 cents per 100 pounds; and for the future will be 
unduly prejudicial to the extent that they exceed rates on like traffic 
from points in the Spokane group to the same destinations by more 
than 4 cents per 100 pounds. 

(2) That the rates assailed on group D lumber articles from points 
in the north Pacific coast group to stations on defendants’ lines in 
southern and southeastern Kansas, New Mexico, Oklahoma and Texas 
south of the line of the Atchison, Topeka & Santa Fe from Trinidad 
through Hutchinson and Emporia and Topeka to Kansas City and on 
and north of the line of the Atchison, Topeka & Santa Fe from Belen 
to Vaughan, El Paso & Southwestern to Tucumcari, Chicago, Rock 
Island & Pacific to Oklahoma City, and St. Louis-San Francisco 
through Tulsa to the Missouri state line were unreasonable to the 
extent that they exceeded 50 cents prior to June 25, 1918; 55 cents 
from June 25, 1918, to August 25, 1920, inclusive; 73 cents from August 
26, 1920, and to June 30, 1922, inclusive; and since June 30, 1922, have 
been, are and for the future will be unreasonable to the extent that 
they exceeded, exceed, or may exceed 65.5 cents per 100 pounds; and 
will be unduly prejudicial to the extent that they exceed rates on like 
traffic from points in the Spokane group to the same destinations by 
more than 4 cents per 100 pounds. 

(3) That the rates assailed on group D lumber articles from points 
in the north Pacific coast group to points in defendants’ line in New 
Mexico, Texas, and Oklahoma south of the lines of the Santa Fe, 
Rock Island and Frisco from Belen through Oklahoma City and Tulsa 
to the Missouri state line and on and north of the line of the Texas & 
Pacific from El Paso through Sweetwater, Fort: Worth to Dallas, and 
the St. Louis Southwestern to Texarkana, were unreasonable to the 
extent that they exceeded 53.5 cents prior to June 25, 1918; 58.5 cents 
from June 25, 1918, to August 25, 1920, inclusive; 78 cents from August 
26, 1920, to June 30, 1922, inclusive; and since June 30, 1922, have been, 
are and for the future will be unreasonable to the extent that they 
exceeded, exceed, or may exceed 70 cents per 100 pounds; and will be 
unduly prejudicial to the extent that they exceed rates on like traffic 
from points in the Spokane group to the same destinations by more 
than 3 cents per 100 pounds. 


(4) That the rates assailed on group D articles from the north 
Pacific coast group to points in Texas south of the line of the Texas 
& Pacific and St. Louis Southwestern from El Paso through Fort 
Worth to Texarkana, and to points in Arkansas and points in Louis- 
iana on and north of the lines between Lake Charles, Alexandria and 
Natchez, Miss., were unreasonable to the extent that they exceeded 
59 cents prior to June 25, 1918; 64 cents from June 25, 1918, to August 
25, 1920, inclusive; 85 cents from August 26, 1920, to June 30, 1922, 
inclusive; and since June 30, 1922, have been, are and for the future 
will be unreaosnable to the extent that they exceeded, exceed, or may 
exceed 76.5 cents per 100 pounds; and will be unduly prejudicial to 
the extent that they exceed rates on traffic from points in the Spokane 
group to the same destinations by more than 2 cents per 100 pounds. 

(5) That the rates assailed on group D articles from points in the 
north Pacific coast group to points in Louisiana south of the lines 
between Lake Charles, Alexandria and Natchez were unreasonable to 
the extent that they exceeded 62.5 cents prior to June 25, 1918; 67.5 
cents from June 25, 1918, to August 25, 1920, inclusive; 90 cents from 
August 26, 1920, to June 30, 1922, inclusive; and since June 30, 1922, 
have been, are and for the future will be unreasonable to the extent 
that they exceeded, exceed, or may exceed 81 cents per 100 pounds; 
and for the future will be unduly prejudicial to the extent that they 
exceed, or may exceed the rates on like traffic from points in the 
Spokane group to the same destinations. 

(6) The rates assailed on cedar lumber and cedar shingles from 
the north Pacific coast to points in the southwest as defined in this 
report were unreasonable prior to August 26, 1920, to the extent that 
they exceeded by more than 10 cents per 100 pounds the rates herein 
found reasonable to the different destinations on group D lumber 
articles; and from August 26, 1920, to June 30, 1922, inclusive, to the 
extent that they exceeded the reasonable lumber rates by more than 
13.5 cents per 100 pounds; and since June 30, 1922, have been, are and 
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for the future will be unreasonable to the extent that they exceeded, 
exceed, or may exceed the reasonable lumber rates by more than 12 
cents per 100 pounds; and for the future the rates on cedar lumber 
and cedar shingles from the north Pacific coast group to points in the 
southwest will be unduly prejudicial to the extent that they exceed 
the rates contemporaneously maintained on like traffic. from the 
Spokane by more than the differentials herein prescribed on group D 
lumber articles, Spokane group under the north Pacific coast group, 
to the different destinations in the southwest. 

(7) Complainants who made shipments since July 26, 1917, during 
federal control, and who may have paid and borne the charges thereon 
at rates in excess of the rates herein found reasonable have been 
damaged thereby and are entitled to reparation in the amount of the 
differences between the charges paid and those which would have 
accrued on basis of the rates herein found reasonable. Complainants 
should prepare statements under rule V of the Rules of Practice 
accompanied by affidavits in proof of payment of the charges. If this 
form of proof is objected to by defendants the case should be set for 
further hearing upon the question of reparation. 

An appropriate order for the future should be entered. 


WARNING SIGNAL RATINGS 


In a tentative report on No. 13536, Klaxon Co. vs. Alabama 
Great Southern et al., Examiner Warren H. Wagner recom- 
mended a holding that the ratings maintained on automobile, 
bicycle, motorboat and motorcycle horns, in barrels or boxes, 


in Official and Western Classification territories are unreason-. 


able to the extent they exceed first class in less than carloads; 
and in Official, Southern and Western third class in carloads, 
24,000 pounds minimum, subject to rule 34. He said the Con- 
mission should further find that the rating on those commodi- 
ties in less than carloads in Southern, and the ratings on sound 
warning signals, n. o. i. b. n., are not unreasonable. 


CRUDE OIL DIFFERENTIAL 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner John H. Howell in a 
report on No. 13657, W. H. Barber Company et al., as to rates 
on crude, fuel and gas oils from points of origin in Kansas, 
Oklahoma, Texas and Louisiana, to Minneapolis. The complain- 
ants, consisting of the one named, the Pure Oil Company and the 
Minneapolis Gas Light Company, alleged the rates on the kinds 
of oils mentioned were unreasonable, unlawful and unauthorized 
because they were not five cents per 100 pounds under the 
rates on refined oils. For the reasons set forth in the tentative 
report in No. 13206, Minneapolis Gas Light Company vs. Director- 
General, submitted but not yet decided, Howell said, the Com- 
mission should hold the rates unreasonable and award repara- 
tion on all shipments moving within the statutory period, the 
period of federal control not being counted in determining the 
time during which the right of reparation was alive. The ex- 
aminer said reparation could be awarded only on shipments 
moving after December 12, 1917, the complaint having been 
filed December 12, 1921. 





HORSE AND MULE RATES 


Examiner J. O. Cassidy has recommended a finding of un- 
reasonableness and an award of reparation, in No. 13621, Fies 
& Sons vs. Director-General, as to rates on three carloads of 
horses and mules shipped from Centaur, Ga., to Birmingham, 
Ala., during federal control. He said it should find that while 
the rates were not unduly high, they were unreasonable be: 
cause in excess of the aggregate of the intermediates. 


CLEAN RICE OVERCHARGE 


In a report on No. 13720, Standard Rice Co. vs. Galveston, 
Harrisburg & San Antonio et al., Examiner Fred N. Oliver 
said the Commission should find that a carload of clean rice 
shipped in March, 1921, from Houston, Tex., to Albuquerque, 
N. M., was overcharged and that the applicable rate of $1.21% 
was not unreasonable. A combination of $1.58 was collected. 


CARBON BLACK RATES 
Dismissal has been recommended by Examiner John H. 
Howell, of No. 13673, Binney & Smith Co. vs. Fort Smith & 
Western et al., on a holding that rates on carbon black, cal- 
loads, from Quinton, Okla., to St. Louis, Chicago and other 
points, as reduced July 1, 1922, are not unreasonable. 


HOLLOW BUILDING TILE RATE 
Examiner John H. Howell has suggested the dismissal of 
No. 18697, Chicago Fire Brick Co. vs. Chicago & Eastern Illinois 
et al., on a finding that the rate on hollow building tile, in 


October, 1920, from Clinton, Ind., to Alexandria, La., was n0t 
unreasonable. 


GREEN COFFEE RATES 

Examiner J. O. Cassidy, in a report on No. 12565, MacGowan 
Coffee Co. vs. New Orleans Northeastern, Director-General et al., 
has recommended a finding of unreasonablness as to carload 
rates on green coffee from New Orleans to Jackson, Miss., 02 
and after January 28, 1920, and prior to May 6, 1922. He said 
the Commission should hold that 32 cents would have been 4 
reasonable rate prior to August 26, 1920, and 40 cents there 
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after. He said the record did not justify the fixing of less than 
carload rates. 


“STEEL TURNINGS RATE 


Examiner John A. McQuillan, in a report on No. 13693, 
B. J. Thorp vs. Director-General, has recommended a holding 
that the rate imposed on steel turnings, carloads, from Knox- 
yille, Tenn., to Johnson City, Tenn., between October, 1918, 
and February, 1919, was unreasonable to the extent it exceeded 
$1.80 per net ton. A rate of $2.40 was collected. Reparation, 
the examiner said, should be made to the basis of the $1.80 rate. 


LOG RATES UNREASONABLE 


A holding of unreasonableness and an award of reparation 
have been recommended by Examiner John H. Howell, in a 
report on No. 13499, Konz Box and Lumber Co. vs. Director- 
General et al., as to rates on logs, from Goodrich, Wittlesey, 
Park Falls and Rib Lake, Wis., to Black Creek, Wis., during 
federal control. He said the Commission should find the rates 
unreasonable to the extent they exceeded the following: From 
Goodrich and Wittlesey, prior to June 25, 1918, 6.1 and 5.95 cents, 
respectively; and from Rib Lake and Park Falls, subsequent to 
June 25, 1918, 7.5 and 8.5 cents, respectively. No shipments 
involved in the complaint were made from the two first men- 
tioned places after June 25, 1918, nor from Rib Lake and Park 
Falls prior to that date. 


ROUGH RICE RATES 

Examiner Fred N. Oliver, in a report on No. 13051, R. L. 
Abbott et al. vs. Director-General, C. R. I. & P. et al., said the 
Commission should hold unreasonable the applicable rates on 
rough rice, from points in Arkansas to Welsh and Jennings, 
La, between October, 1919, and March, 1920, and award rep- 
aration. He said the Commission should find that the applica- 
ble rate of 80 cents was unreasonable, and award reparation, to 
the extent it exceeded 40 cents to Jennings and 42.5 cents to 
Welsh. 


BUFFALO-BOSTON FLOUR RATES 
Examiner John H. Howell has recommended the dismissal 
of No. 13371, Washburn-Crosby Company, Inc., vs. Director- 
General, as agent, on a holding that rates on flour and other 
grain products, during federal control, from Buffalo to Boston, 
and other points in New England, were not unreasonable. 


PREJUDICE WITHOUT DAMAGE 


An order of dismissal has been proposed by Examiner J. 
Edgar Smith, in a report on No. 13638, Bristol Brass Corpora- 
tion vs. Director-General et al., and sub-number 1, Same vs. New 
York, New Haven & Hartford and Director-General. Smith said 
the Commission should hold the class rates on sheet brass, from 
Bristol, Conn., to New York lighterage points, during federal 
control, not unreasonable, nor in violation of the fourth section. 
He said, however, they did subject the complainant to undue 
prejudice and disadvantage, in comparison with the lower com- 
modity rates from near-by competing points. He said, however, 
no damage had been shown, hence his suggestion of dismissal. 


CHIP BOARD RATE 


A holding of unreasonableness and unjust discrimination 
and an award of reparation have been recommended by Exam- 
Iner Howard Hosmer, in a report on No. 13701, Spreckels “Sav- 
age” Tire Co. vs. Atchison, Topeka & Santa Fe et al., as to a 
commodity rate of $1.50 on a carload of chip board shipped 
from Monroe, Mich., in July, 1920, to San Diego, Calif. The 
‘xaminer said the Commission should hold it unreasonable and 
unjustly discriminatory to the extent it exceeded $1.19, to which 
basis he said reparation should be ordered. 


; COMMISSION ORDERS 


_ The San Francisco Chamber of Commerce has been per- 
mitted to intervene in No. 14132, Oakland Chamber of Com- 
merce vs. Sou. Pac. Co. et al. 

The Associated Oil Company, General Petroleum Cor- 
Poration, Standard Oil Company (California), and Union Oil 
ompany of California have been permitted to intervene in No. 
14091, Gila Water Company et al. vs. Arizona Eastern Railroad 
Ompany et al. ‘i 

The Commission has granted the Red River & Gulf Rail- 
Toad’s petition and has reopened No. 12345, John P. Rausch 
Company, Inc., vs. Director General, Galveston, Harrisburg & 
an Antonio Ry. Co. et al., for further consideration upon the 
question of division of damages between the interested carriers. 

__ The Commission’s order in No. 11455, Manufacturers Asso- 
Clation of York, Pa. vs. Pennsylvania R. R. et al., which was 
Previously modified so as to become effective December 6, has 
been further modified so as to become effective January 6, 1923. 
1 The Commission has modified its order entered’ in No. 

871, Lake Charles Rice Milling Company of Louisiana et al. 
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vs. Louisiana Western Railroad Company et al., on June 27, so 
as to permit defendants to establish rates in compliance there- 
with upon not less than five days’ notice to the Commission and 
to the general public in the matter prescribed in section six 
of the interstate commerce act. 


The petition filed on behalf of the Director General of Rail- 
roads asking for further hearing in Nos. 12176, Morris & Com- 
pany vs. Director General, Chicago Junction Ry. Co. et al., 
12283, Wilson & Company, Inc., vs. Director General, Chicago 
& Alton R. R. Co. et al., and 12302, Armour & Company, et al. 
vs. Chicago Junction Ry., Director General et al., has been 
denied by the Commission. 

Complainant’s petition for rehearing in No. 12514, Frank G. 
Day, doing business as Frank G. Day & Company, vs. Director 
General, Mobile & Ohio Railroad Co. et al., has been denied. 

Magnus & Noyes, Gallatin Valley Milling Company and nu- 
merous other grain and grain elevator companies have been 
permitted to intervene in No. 14259, Flushing Farmers’ Elevator 
Company vs. Director-General, Great Northern Railway Company 
et al. 

The Utah Railway Company has been authorized to inter- 
vene in Finance No. 2506, in the matter of the application of 
the Utah Central Railroad under paragraphs (18) to (21), in- 
clusive, section one, of the interstate commerce act for certifi- 
cate of public convenience and necessity for the construction of 
lines of railroad of Utah Central Railroad, a corporation in 
process of organization under the laws of the State of South 
Dakota, and application under paragraph (18), section 15a, of 
said act for permission to retain the excess earnings of newly 
constructed lines of railroad. 

The Harbison-Walker Refractories Company has been per- 
mitted to intervene in No. 14018, The Davis Fire Brick Company 
et al. vs. Akron, Canton & Youngstown Ry. Co. et al. 

The Valecia Evaporated Milk Company has been permitted 
to intervene in No. 14096, Carnation Milk Products Company vs. 
Ahnapee & Western Ry. Co. et al. 

The New Orleans Mixed Feed Manufacturers and Grain 
Dealers Association has been permitted to intervene in No. 
14150, The Corporation Commission of Oklahoma vs. Abilene & 
Southern Ry. Co. et al. 

The Commission has reopened No. 11829, Nebraska Rates, 
and Charges, for such further hearing as it may direct with re- 
spect to the matters presented in the C. B. & Q. R. R. petition. 

The petition of the Wheeling & Lake Erie Railroad Com- 
pany and Lorain & West Virginia Railway Company in which 
they ask to be excluded from any orders that may be entered 
by the Commission in connection with the hearing in No. 12851, 
in the matter of intrastate rates on bituminous coal within Ohio, 
on October 17, has been denied. 

The Commission’s order dated August 10, entered in Finance 
No. 2422, Kansas & Oklahoma Southern Bonds and Notes, au- 
thorizing the Kansas & Oklahoma Southern Railway to issue 
within 60 days thereafter its promissory notes in the aggregate 
face amount of $310,000 has been amended so as to exténd the 
time within which such notes may be issued to 60 days after 
October 10, 1922. 

Applicant’s petitions for rehearing in Finance Nos. 1703 and 
1707, in the matter of the application of the Pere Marquette Rail- 
way Company for a certificate of public convenience and neces- 
sity authorizing the abandonment of a branch line of railroad, 
have been denied by the Commission. 


Upon request of the various complainants the Commission 
has dismissed the following complaints: Nos. 13794, Macon 
Chamber of Commerce vs. L. & N. et al.; 13744, Virginia-Carolina 
Chemical Company vs. Director-General; 13743, Virginia-Carolina 
Chemical Company vs. Director-General; 13222, American Salt 
& Coal Company vs. Santa Fe et al.; 13222 (Sub. No. 1), Bevis 
Rock Salt Company vs. Santa Fe et al.; 13973, Farmers Elevator 
Company vs. Illinois Central; 14002, Central Pennsylvania Lumber 
Company vs. Tionesta Valley et al.; 13902, The Portland Flour- 
ing Mills Company vs. Southern Pacific et al.; and 13742, 
Virginia-Carolina Chemical Company vs. Director-General, and 
Washington & Choctaw. 


The Commission has dismissed the following complaints, 
having received advice that they have been satisfied: Nos. 14051, 
Allegheny Lumber Company vs. Northern Pacific et al.; 13717, 
Public Service Railway Company vs. Director-General and Penn- 
sylvania; 13011, Macon Chamber of Commerce vs. C. N. O. & T. P. 
et al.; 12431, The Grasselli Chemical Company vs. Director- 
General, B. & O. et al.; and 13016, Macon Chamber of Commerce 
vs. A. C. L. et al. 

Petition of the Bartlett Western Railway for a rehearing 
upon its application for a certificate under section 204 of the 
transportation act, 1920, was denied. 

The Commission has reopened No. 13293, Reduced Rates 
1922, for the purpose of determining whether the South San 
Francisco Belt Railway Company should be exempted from the 
findings in the Commission’s report on that case. 

In order to clear its docket the Commission has entered an 
order dismissing No. 4262. In the matter of the investigation 
of alleged unreasonable rates and practices involved in the trans- 
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portation of live stock, packing house products and fresh meats 
from various southwestern points to packing houses and thence 
to various destinations. It has also entered an order dismissing 
various other live stock investigations which were docketed 
with the case mentioned above. The proceedings were all dis- 
posed of some years ago and the orders of dismissal were issued 
merely to clear the Commission’s docket. 

The Memphis Merchants Exchange has been authorized to 
intervene in No. 14028, Misissippi Railroad Commission et al. 
vs. Alabama & Vicksburg Railway Company et al. 


RATES ON ORE 


The Trafic World Washington Bureau 


In a tentative report on No. 12071, Adriatic Mining Company 
et al. vs. Chicago & North Western et al., involving all ore 
rates from mines in the upper lake region to upper ports, Ex- 
aminer Hosmer has recommended a holding that the rate, in- 
cluding the charge for dock service, from the Mesabi, Vermillion 
and Cuyuna ranges to Two Harbors, Duluth, Allouez Bay and 
Superior, was not unreasonable, or otherwise unlawful; that 
the line-haul rate from the Gogebic Range to Ashland and from 
the Menominee and Marquette ranges to Escanaba should not ex- 
ceed 72 cents per gross ton; that the line-haul rates from the 
Marquette Range to Marquette should not exceed 54 cents from 
mines at Ishpeming and Negaunee and 63 cents from other 
mines; and that a charge of 10 cents for dock service at Ash- 
land, Escanaba and Marquette was not unreasonable. 


LUMBER TRANSIT TARIFFS SUSPENDED 


The Commission, in I. and S$. 1670, has suspended, until 
February 12, schedules in supplements 33 and 35 to Boyd’s 
I. C. C. A-1208. The schedules propose to require shippers to 
certify to the extent of any loss due to transit privileges on 
lumber and forest products at St. Paul, Minneapolis, Duluth 
and other points, and the surrender of representative inbound 
tonnage for cancellation; also the proposed exception that such 
transit privileges will not apply in connection with the C. M. 
& St. P. on shipments stored in transit at Minneapolis, St. Paul 
or Minnesota Transfer on shipments destined to or via desig: 
nated C. M. & St. P. stations, including Duluth. 


EX-LAKE GRAIN REDUCTION DENIED 


The Commission has denied an application of the Illinois 
Central for short time permission to establish a rate of 15.5 
cents on ex-lake grain from Chicago to New Orleans without 
regard to the fourth section. The permission was desired so 
as to relieve congestion at Buffalo and at upper Canadian ports. 
Objection was made by Kansas City on the ground that the 
Illinois Central had not furnished cars for its own territory, and 
also because the rate proposed was low in comparison with 
18 cents from St. Louis and 30.3 from Kansas City. Kansas 
City also suggested American grain interests had suffered from 
Canadian competition and should not now be asked to accept 
additional suffering to help it. 


CLASS RATE SCHEDULES SUSPENDED 


On protest of Charles Cotterill on behalf of the Southern 
Industrial Traffic League, and Edgar Moulton, assistant man- 
ager of the New Orleans Joint Traffic Bureau, the Commission 
has suspended, in I & S. No. 1666, from October 15, 1922, to 
February 12, 1923, the operation of Agent J. H. Glenn’s I. C. C. 
No. A360 and various other schedules of Agents Glenn and 
Speiden and individual lines, proposing to revise the class rates 
from Southeastern Freight Association territory to all destina- 
tions in Mississippi Valley Freight territory. The protestants 
said the rates in issue were involved in the Southern class rate 
investigation. 

The proposed changes would result in both increases and 
reductions in existing rates from and to the points mentioned. 
Typical examples are shown below: 


In Cents Per 100 Pounds 
From Atlanta, Ga. 


Present Proposed 

To 1st Class 1st Class 
I EA... cu cnsegeeeenvienetpesaes Jamewesatad 141 144 
EES PERE GEES EAE DS POLE Chee GR 128.5 125 
EE MEU, 5a.c oe sinleleSeccilneceitgeesweielead cae 145.5 140 
NO, «6 cdi diad.ecied $b ¢-depen bined she ahe-Se eyitnlons 152 135 
PE EL: gen avesaenvindatenehenhemehkeweotiens 117 140 


VEGETABLE OIL RATES 


The Trafic World Washington Bureau 


The Commission, in I. and S. No. 1673, Import Rates on 
Vegetable Oils from Pacific Coast to C. F. A. and Canada, has 
suspended until February 14, Countiss’ I. C. C. No. 1111 in so 
far as it provides for the application of a 75-cent rate to vege- 
table oils, imported through Pacific coast ports, destined to 
group B points, as set forth in Note 28, page 125, his I. C. C. 
No. 1087. The suspension, apparently, was made on the protest 
of importers and users at New York City. Requests that the 
rate of 75 cents be not suspended was made by users at Cleve- 
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land and other interior cities and the importers on the Pacific 
coast. 

At present Cleveland users obtain their imported vegetable 
oils, particularly China woodoil, from Pacific ‘ports, on a com- 
bination, based on Toledo, about 8 cents less than the through 
rate published in the Countiss tariff, of $1.05. The rate to 
Toledo is 75 cents. The proposal was to give Cleveland and 
other points in group B, extending from Buffalo to Toledo, the 
75-cent rate applying in group C, Toledo and west to Chicago, 
The Cleveland users said, in a Memorandum opposing suspen- 
sion, that they had been trying for many months to obtain the 
same rate that is paid by their competitors at Toledo, Detroit 
and Chicago by appeals to the railroads rather than to the 
Commission. Therefore they hoped the Commission would not 
suspend the tariff. 

New Yorkers, asking for the suspension, said they had been 
shut out of the central territory markets by the extremely 
low rates from the Pacific ports. They hoped the Commission 
would prevent their being placed at a further disadvantage, by 
suspending the proposed reduction. 

Pacific coast interests objected to suspension on the ground 
that it would be ridiculous to insist upon rates to the East so 
high as to force the oil to use the Panama Canal route for 
distribution into the interior from the Atlantic seaboard, espe- 
cially in view of the fact that the Pacific coast had empty tank 
cars that, unless given something to carry from the Pacific 
ports, would have to go back east empty. 

Those objecting to the suspension of the proposed reduc- 
tions, while they had their pens in hand, took occasion to advise 
the Commission that they were also opposed to the suspension 
of a rate of 65 cents proposed for Chicago, Kansas City and 
intermediate territory. They proceeded upon the assumption 
that the tariff proposing that reduced rate had been filed, but 
it had not, and the Commission so advised those asking that 
it be not suspended. 


BRICK TARIFFS SUSPENDED 


By an order entered in No. 1665, the Commission has 
suspended from October 16, 1922, and later dates, until February, 
13, 1923, the operation of certain schedules contained in tariffs 
of various carriers and E. B. Boyd, B. T. Jones and F. L. Speide,; 
agents. 

The suspended schedules, which are principally published by 
lines in Official Classification territory, propose to cancel the rule 
and reference to the rule for constructing combination rates on 
brick and articles taking brick rates and related articles. 

The schedules were protested by the American Face Brick 
Association, the Hollow Building Tile Association, the Ohio Pav- 
ing Brick Manufacturers’ Association, the Eastern Paving Brick 
Manufacturers’ Association and others. 


OWASCO RIVER REPARATION CASE 


Hearing in Docket 13721 was held before Examiner Carter in 
Chicago on October 16. The case is an appeal by the Inter 
national Harvester Company for reparation of switching charges 
paid at Auburn, N. Y. between May, 1915 and February, 1921. 

The claimant declares that the defendants, the New York 
Central R. R., the Lehigh Valley R. R., and the Director General 


of Railroads, in failing to absorb the switching charges of the . 


Owasco River R. R., which is owned by the International Har- 
vester Company, after the road had been declared a common 
carrier, made shipping charges of the claimant higher than those 
to its competitors at North Plymouth, N. Y. 

Witnesses for the claimant were T. J. Maloney, auditor and 
general freight agent of the Owasco River; Warren D. Britton, 
assistant comptroller of the International Harvester Company; 
C. T. Bradford, traffic manager of the Harvester Company; E. A. 
Francis, claim clerk, and G. T. Ward, chief clerk to the auditor, 
both of the Harvester Company. 

Testimony showed that the switching charges on a few of 
the cars transferred by the Owasco River road had been paid 
according to definite contract by the Harvester Company with 
certain of its customers, but that, in most of the company’s bust 
ness, it had had to include in its manufacturing costs the switch- 
ing charges which the claimant declared should have been borne 
by the defendant carriers. Numerous exhibits were filed to show 
that this payment of the switching charges by the International 
Harvester Company made an unfairly high production cost af 
compared with that of its competitors, who did not have this 
handicap. 

O. F. Johnson, general freight agent of the Lehigh Valley. 
and J. H. Hubbell, assistant freight traffic manager of the New 
York Central, were witnesses for the defendants. Schedules of 
freight tariffs on the commodities in question from Auburn an¢ 
North Plymouth to common points were introduced to show that 
the difference in rate was not unfair during the period of the com 
troversy. The defendants claimed that even with the burden 
of the switching charge, the claimant had as low a rate as its 
competitors. 

Examiner Carter announced that the disputants would be 
allowed until November 22 to file their briefs. 
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October 21, 1922 


LIQUOR ON OCEAN VESSELS 
The Trafic World Washington Bureau 


A temporary order issued by Federal Judge Hand, of New 
York, restraining prohibition and customs agents from enforcing 
the liquor ban against vessels of the American Line was con- 
strued by the Treasury Department late October 13 as effective 
against all instructions to apply the Daugherty ruling against 
liquor on ships. The injunction was to be effective until October 
18. Chairman Lasker announced, however, that Shipping Board 
yessels would remain dry regardless of the decision. 

On October 17 Judge Hand extended his temporary order 
until he announces his decision. 

Secretary Mellon has directed the Chief of the Division of 
Customs and the Commissioner of Internal Revenue to give wide 
publicity to the following notice: 


The provisions of the national prohibition act are applicable to 
United States vessels leaving foreign ports after October 14, and to 
foreign vessels leaving foreign ports after that date on coming within 
the territorial waters of the United States. All sales of beverage 
liquors on United States vessels anywhere, and on foreign vessels 
within the territorial waters of the United States, are unlawful after 
October 7. This notice does not apply to foreign vessels passing 
through the Panama canal and not touching any other port under the 
jurisdiction of the United States. 


At the same time letters were addressed to the Secretary 
of State, Secretary of War and Secretary of the Navy request- 
ing their co-operation in the widest distribution of this notice 
to the end that both foreign and domestic shipping everywhere 
may be immediately and fully advised of the content and pur- 
port of the opinion of the Attorney General. 

Foreign ships leaving their own ports up to and including 
October 14, 1922, and American ships leaving foreign ports up 
to and including the same date having stocks of liquor on 
board will be permitted without interruption to make a con- 
tinuous voyage into foreign ports for the disposition of such 
liquor even though they touch ports of the United States en 
route. 

The Division of Customs was directed to give notice to Col- 
lectors of Customs at all ports to receive, receipt for, label, store 
and keep custody of all stocks of liquor voluntarily surrendered 
by American ships. It is the intention of the Secretary, how- 
ever, to make the extension of time allowed by the President’s 
directions applicable to all foreign and American shipping and 
therefore any stocks of liquor surrendered voluntarily by such: 
vessels prior to that date will be returned to such vessels and 
given the status of stocks leaving foreign ports prior to that 
date. 

All instructions contained in these notices are subject to 
the injunction effective until October 18 allowed by U. S. District 
Judge Hand in the courts of the Southern District of New York 
yesterday. While legally speaking the injunction would be op- 
erative only in the Southern District of New York, nevertheless 
as is usual it will no doubt relate to and be effective throughout 
the entire country. 

Prohibition Commissioner Haynes announced October 14 
that application of the ruling of the Attorney General had been 
extended until October 21 because of pending injunctions and 
in order to give full time for compliance with the terms of the 
opinion. His statement follows: 


Because of pending injunctions and in order to give full time for 
compliance with the terms of the opinion of the Attorney-General to 
the effect that the transportation and sale of liquors on American ships 
and foreign ships in the territorial waters of the United States are 
unlawful, notice is hereby sent through the press that the time for 
compliance therewith is hereby extended from October 14, 1922, to 
October 21, 1922, inclusive, as applicable to foreign vessels leaving their 
home ports or American vessels leaving foreign ports on or before 
October 14, 1922. 

The above will have no effect on Shipping Board boats be- 
cause Chairman Lasker declared they would remain dry because 
the President had said they were “American territory” subject 
to the Volstead act. 

Many who had booked passages on American flag ships have 
cancelled their bookings, Chairman Lasker was advised. It was 
reported that one ship had 52 cancellations within 72 hours 
after the Daugherty ruling had been made public. Mr. Lasker 


reiterated that the ruling was a severe blow to the American 
merchant marine. 


CHANGES ALLOCATION OF SHIPS 


The Trafic World Washington Bureau 


Announcement has been made by Chairman Lasker, of the 
Shipping Board, that government ships operated at present out 
of Seattle to the Orient by the Pacific Steamship Company (the 
Admiral Line) will in the future be operated by the Admiral- 
prental Line, a new company, of which R. Stanley Dollar is 

ent. 


The Admiral Line operated five passenger ships and four 
cargo ships for the board. : 

im The Shipping Board has always felt that one of the most 
r- Portant duties that devolved upon it was the establishment 


& permanent American line between Seattle and the Far East, 
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and in allocating its ships to the old Admiral Line it felt that 
its hopes would be realized,” a statement by the board said. 

“The Pacific Steamship Company, however, operates many 
and important ships of its own in the coastwise trade. The 
board felt that properly there had to be a division of attention 
on the part of officials of the Pacific Steamship Company be- 
tween its own ships in the coastwise trade and the allocated 
ships of the government in the Far East. Therefore, the Ship- 
ping Board finally came to the conclusion that it would best 
serve the interests of all concerned to make a separation in the 
situation, leaving the Pacific Steamship Company free to devote 
all its attention to the operation of its own ships in the very 
important trade in which they are engaged.” 

The board said that Mr. Dollar, who is one of the largest 
stockholders in the Pacific Steamship Company, was induced to 
form the new line, and that he would devote his entire time 
to the enterprise. A. F. Haines, who managed the government 
ships for the Admiral Line, will be vice-president. 


EXTRA SESSION FOR SUBSIDY 


The Trafic World Washington Bureau 


President Harding is expected to indicate within the near 
future whether or not Congress will be called into special session 
after the November elections to consider the ship subsidy bill and 
other legislation. He has been advised recently by some con- 
gressional leaders to call an extra session and it is known that he 
wants Congress to get down to brass tacks on the ship subsidy 
bill as soon as possible. 


Commenting on the legislative situation with respect to the 
subsidy bill, the National Merchant Marine Association says: 


Developments indicate that the administration has decided upon 
a date for the extra session of Congress at which the shipping bill 
will be taken up. Members of Congress are expecting to be back in 
Washington on Monday, November 20, for the beginning of the 
special sitting. It is practically definitely settled that the call will 
not be issued until after election, and with the usual ten days ad- 
vance notice to give members from distant parts of the country time 
to make the trip to Washington, the call could not be issued sub- 
sequent to election day and have the session begin on November 
13 or 15, as previously contemplated. i, Mi 

How strongly the sentiment of the country is in favor of prompt 
action in the form of aid to American shipping was outlined to 
President Harding by Malcolm Stewart, chairman of the Middle 
Western Merchant Marine Committee, and Matthew Hale, president 
of the South Atlantic States: Association, in a recent visit to the 
White House. Mr. Hale informed the President that representations 
that the South was solidly opposed to the shipping bill were far from 
the truth, and that the clear-thinking business men of that section 
realize that the prosperity of the South depends upon the develop- 
ment of its ports, and that they appreciate that the passage of the 
bill would greatly aid this development. ; 

Mr. Stewart laid before the President telegrams he had received 
urging that Congress act speedily on the marine legislation. These 
telegrams included one from George A. Williams, president of the 
Williams Sealing Corporation of Decatur, Ill., which stated: ‘Please 
urge President Harding to use his influence to hasten passage bill. I 
speak for the Mississippi Valley Association, the Decatur Association 
of Commerce, and the Decatur City Club.”” J. J. Blommer, secretary of 
the Milwaukee Association of Commerce and O. F. Oleson, of the 
Red Star ee Co., Wichita, Kans., also wired asking the Presi- 
dent to use all influence possible to secure quick action on the bill. 
Following his call at the White House, Mr. Stewart said that the 
people of the interior hoped that the President would call Congress 
together in November. ‘They feel,” he added, “that if Congress 
does not begin work before the short session in December there 
will not be time for the legislation to be passed. If action on the 
shipping bill goes over, we of the Middle West believe that the 
~ ted States will have lost its chance to put its flag back on 

e seas.’”’ 

That administration leaders realize the need for action is shown 
by the fact that Representative Campbell of Kansas, chairman of the 
House rules committee which will play a prominent part in expediting 
the passage of the shipping bill, urged the President to call a spe- 
cial session immediately after the elections. Mr. Campbell said that 
this would enable Congress to clean up its work by March 4, and 
make unnecessary a special session of the new Congress which comes 
into being March 4, next. 

One of the bitterest opponents of the bill, the New York World 
(Democratic), admits that the outlook for the passage of the measure 
has improved as a result of the ‘dry ship’ ruling; but professes 
that the vote will be “fairly close’? in both branches. It declares 
that the farm bloc will seek to add provisions to the bill and that 
the attitude of the bloc leaders is that. “if there is to be a shi 
subsidy there must be a farmers’ subsidy, too.’’ In connection wit 
this | age mney however, it is to be noted that the farm organizations 
which have expressed: opposition to the bill have done so on the 
ground that no subsidies should be granted to any interest what- 
ever. 

On the other hand, the director of publicity of the Demo- 
cratic national committee, has the following to say with respect 
to the subsidy bill: 


Troubles are accumulating in the path of President Farding’s 
pet project—the sale of the government’s merchant marine for a 
tenth of its original cost and the payment of $750,000,000 to the pur- 
chasers as bonuses for operating the vessels. 

One of the chief obstacles in the way of the ship bonus meas- 
ure is the Treasury deficit of $650,000,000, which, leaders of the ad- 
ministration fear, will rise to $850,000,000. 

President Harding made use of this deficit as one of his strongest 
arguments against the granting of adjusted compensation to the 
former service men. The opponents of Mr. Harding’s scheme are 
now prepared to urge this same deficit as a reason for postponing 
or defeating the bonuses proposed for the shipping trust. 

The effect that President Harding’s plan for an extra session 
of Congress for the passage of the ship mus bill has excited the 
fears of Republican candidates for the Senate and the House of 
Representatives. They have let the White House know that the 
President's anxiety to pass the bill has caused them great embarass- 
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ment, and that a definite announcement of his intention to recall 
Congress for that purpose would be fatal to many of them. They want 
no further mention made of it. 

For Republican candidates to explain why President Harding, 
the titular head of their party, vetoed additional compensation for 
the soldiers of the World War and next day pressed for the passage 
of a bill ey the sale of $3,000,000,000 worth of the people’s 
ships for $2,800,000,000 below their cost, and on top of that making 
private corporations a present of $750,000,000, is a bigger and more 
painful task than they care to undertake. 

President Harding has been silent for several days regarding his 
plans for an extra session of Congress. He has declined to give cor- 
respondents any information on that point. The interpretation which 
is being put on Mr. Harding’s sudden reticence about a project con- 
cerning which he was previously so exuberant and eloquent is that 
he is thinking of the returns on November 8. 

Control of the House of Representatives by the Democrats would 
put an end to the ship bonus bill. It is generally believed that the 
Republicans would not attempt, and would not be able if they tried, 
to enact the bill in the regular session of Congress beginning the 
first week of December. For one thing, there would hardly be time 
in which to pass it in the less than three months during which the 
appropriation bills were under consideration, and for another thing, 
the Republicans who are defeated in November will not be quick to 
vote for a measure that was in part responsible for their retirement. 

Meantime the propaganda and pressure for the adoption of the 
bill continue. The beneficiaries of the bill are clamoring for action 
while the Republicans are in full control of both branches of Con- 
gress. Foreseeing, as they do, a Democratic recovery in November, 
they are also endeavoring to keep the President to his original in- 
tention of assembling Congress in extra session. 

Two powerful influences are therefore being exerted on Mr. 
Harding. The Republican candidates want him and are beseeching 
him to remain silent respecting the bill and the extra session. The 
expectant interests behind the bill are spurring him to bring the 
ars ma back to Washington on November 15 and rush it 

rough. 

PreSident Harding’s veto of the soldiers’ compensation bill has 
turned out to be more damaging than Republicans at first deemed it. 
It has served by way of contrast to bring his activity for the ship 
bonus bill into sharp relief. 


PLUMMER SPEAKS FOR SUBSIDY 


Discussing that part of the ship subsidy bill providing for 
a joint board composed of representatives of the Interstate 
Commerce Commission and of the Shipping Board, Commis- 
sioner Plummer, of the Shipping Board, in an address before 
the convention of Industrial Engineers in New York, October 
18, said that, commercially speaking, the essence of the subsidy 
bill was to be found under Title VI. Continuing, he said, in 
part: 


Title VI provides for the creation of a joint board, made up by 
the Interstate Commerce Commission and the United States Shipping 
Board from members of these two bodies, which board shall secure 
the proper cooperation of rail and water transportation. This means 
that our duties then will begin at the gateway of the farm or fac- 
tory and end only when the products from those places are safely 
in the warehouse abroad; that ships and cars will be where needed. 

This cooperation between the rail and ship services will mean 
the virtual elimination of traffic blockades such as that from which 
the Central West has recently suffered to such a terrible extent, and 
also mean a great reduction in demurrage charges which, through 
delays in delivery, or unloading and loading of cars, impose every 
year such tremendous burdens and losses upon goods in transit— 
which losses ultimately fall upon the American producer and con- 
sumer. Therefore, this bill might well be entitled “‘An Act to Compel 
Efficiency in International Transportation.” 

Coordination of rail and water transportation means adequate rail 
and water services for Americans at all times; and only government 
aid can establish such cooperation. 


Another straight business result absolutely assured by our pro- 
posed shipping legislation is the lowering of ocean transportation 
charges on American goods. The only way in which American ships 
can get their cargoes is = making the carrying of those cargoes by 
American ships cheaper than their carriage by foreign ships. This 
means an ocean freight rate low enough to eliminate from our foreign 
carrying trade all the uneconomical foreign ships now operating 
there and the forcing of strong foreign companies, like the Furniss, 
Withy line (which even last year was able to pay its stockholders 
10 per cent free of income tax) to produce and put into our service 
the most economical ships—all to the great advantage of our pro- 
ducers and consumers. The complete truth of this assertion has just 
—— -— demonstrated—this time in our South American trades. 

ere 8: 


For forty years the Lamport & Holt line maintained a humble 
sort of steamship service between New York and South America. 
A little more than a year ago the Shipping Board established an 
adequate service there. As a result of our competition that British 
line was compelled to improve its passenger service and is now 
putting into that trade three motor ships of ten thousand tons each 
—and motor ships for long voyages are by far the most economical 
type of ship now known. That improvement means a reduction in 
freight rates there which the competition of American ships alone 
brought about—and only government aid made this competition by 
American ships possible. For every dollar the government spends 
maintaining such competition the people of the United States will save 
two—and our trade with South America is steadily growing. 

This reduction in transportation costs through American competi- 
tion is a fundamental principle in the shipping bill—one which our 
competitors fully recognize. as is shown by such admissions as the 
“Sheffield Telegraph’s’”’ declaration that ‘“‘the subsidy paid will really 
come out of foreign ships,’ but one which opponents of American 
shipping always ignore or try to bury under an abundance of noise. 
Even faithful Lloyd’s sees the handwriting and after reviewing its 
merchant fleet closes with the words (September 27): 

“It is evident that we must set about improving the efficiency of 
our_cargo-carrying fleet by ridding it of these 25-year-old vessels and 
replacing them with new, economic ships, motor ships for preference.” 

Now that means improved ocean transportation for the people 
of this country and an improvement which only American competi- 
tion brought about. All European authorities point to the “surplus 
of world shipping” produced by American building as the cause of 
that great reduction in freight rates of which they complain. 

Now the Shipping Board has a great number of steamers whose 
hulls are perfect but whose war-built machinery must be replaced, 
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and thus through the provisions of this shipping bill the United States 
can be given promptly a fleet of economical motor ships to enter our 
general foreign trade. This fact gives us an advantage over our 
competitors, who also are building motor ships, if we act at once, 

That American ships in world ports will by their presence help 
to build up our trade there, as they have done and are doing in South 
American ports, is recognized by our competitors and is emphatically 
stated by such veteran American experts in foreign trade as Robert 
Dollar. That they will create a great and permanent industry for 
our people is equally clear. Some British authorities go so far as 
to express the fear that this law will give a monopoly in our foreign 
trade to Americans. 

Of course, such a monopoly is not contemplated and could not 
possibly result under the very terms of this proposed bill, for it will] 
be noticed that the maximum profit which American ships are allowed 
to make while receiving government aid is 10 per cent, which hap- 
pens to be the exact amount which the President of the British 
Chamber of Shipping, Sir Frederick Lewis, in his recent report to 
the Furniss, Withy stockholders sadly names as the result of a 
most depressing year in ship operation. Our maximum of govern- 
ment-aided profit is his minimum and, therefore, such powerful firms 
as his always can stay in the trade. 

This bill contemplates merely the carrying of a major part of 
Ameriea’s foreign commerce by American vessels, or far less than 
the proportion of her foreign commerce which Great Britain always 
insists upon carrying. Yet they call us “‘would be monopolists!” 

That this legislation is necessary if American shipping is to exist 
in our foreign trade is admitted by our competitors (Lloyd’s List and 
Shipping Gazette, July 17, 1922), and, of course, known by all prac- 
tical shipping men. That it will accomplish its purpose and like- 
wise enlarge American markets in forei lands is also admitted by 
these foreign authorities. That’s why they are complaining. 

The mere fact that the “Edinburgh Review’s” expert calls upon 
the English people to “help to avert disaster by strengthening the 
hands of those who are fighting for our policy,” that Britain’s marine 
voice, ‘‘Fairplay,” urges England to ‘‘overhaul its magazine and pro- 
vide a sufficiency of thunderbolts, for debate on the ship subsidy bill 
will begin in December in the Senate,’ while many other foreign 
publications are sending out pleas for united efforts to defeat this 
proposed American legislation, would seem to make it clear that the 
people of the United States should secure the enactment of this law 
at once. 

To delay is to play directly into the foreigners’ hands. It means 
giving them the chance to improve their fleets while our idle ships 
are steadily depreciating; it means letting them get a grip on our 
business while we stand by and ‘“‘jabber’’; it means tains from us 
the opportunity which our war-built fleet has given the United States, 
and the continued outlay of twenty-five million dollars per year car- 
ing for property that we won’t let earn a cent, while constantly in- 
creasing the cost of any merchant marine that we may undertake 
to establish at a later date. Should we indulge our competitors to 
that extent? 


EXCLUSIVE CONTRACT UNLAWFUL 


The Trafic World Washington Bureas 


In a report on the complaint of the Eden Mining Company 
and the Tunky Transportation & Power Company against the 
Bluefields Fruit & Steamship Company and the New Orleans- 
Bluefields Fruit & Transportation Company, the Shipping Board 
has held that the exaction of higher rates from the complain- 
ants than from shippers who had agreed to give the respondents 
their exclusive patronage, subjected the complainants to undue 
and unreasonable prejudice and disadvantage, and constituted 
unjust discrimination between shippers, in violation of sections 
16 and 17 of the shipping act. 

At the hearing the complainants said the discriminatory 
practice had been discontinued. That left only the questions 
whether such a practice had constituted a violation of the lav, 
and, if there was a violation of law, whether the complainants 
had suffered damage? The board, as before set forth, decided 
that the exclusive contract and reduced rate practice was a 
violation of the law, but that no order for the future was neces 
sary because it had been discontinued. On the question as to 
damage, it came to the conclusion that no damage had been 
suffered. It therefore dismissed the complaint, without preju 
dice. 


The report was based on the proposed report made to the 
board by H. E. Mangum, commerce counsel, acting as examiner. 
The final report did not differ, in substance, from that made 
by Manghum and served upon the parties. 


There was no dispute about the facts. The complainants 
are Delaware corporations engaged in mining and transportation 
in Nicaragua, with head offices in Philadelphia, shipping supplies 
from New Orleans and bringing their products to this country 
via the same port, while the respondents are ship line com 
panies with ships plying between New Orleans and Bluefields, 
Nicaragua. The allegation of the complainants, not denied, was 
that the respondents made contracts with shippers to give theif 
tonnage to them and in return for such contracts they wele 


given a discount of 40 per cent from the published rates. Ship | 


pers who did not enter into such exclusive contracts were givel 
a discount of only 25 per cent. The complainants were given 
an opportunity to make such contracts. The question at issu 
was the propriety of the contractual arrangement, in view of 
the provisions of sections 16 and 17 of the shipping law; also 
as to whether the complainants were damaged. On these points 
the report of the board says; 


' By Section 16 of the Federal Shipping Act of 1916 it is declared 
unlawful for any common carrier by water directly or indirectly 
make or give any undue or unreasonable preference or advantage 
any particular person, locality or description of traffic in any reaps 
whatsoever, or to subject any particular person, locality or descript# 
of traffic to any undue or unreasonable prejudice or disadvantage 
any respect whatsover.” Again, by Section 17 of that statute it 
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provided that ‘‘No common carrier by water in foreign commerce 
shall demand, charge, or collect any rate, fare or charge which is 
unjustly discriminatory between shippers.” 

It is evident that the purpose of Congress in enacting these pro- 
visions of the statute was to impose upon common carriers within the 
purview thereof the duty of charging uniform rates to all shippers 
receiving a similar transportation service. The duty of the respondent 
under these sections was to serve the public impartially, and we think 
the language used in W. U. Tel. Co. vs. Call Pub. Co., 181 U. S. 92, 
in dealing with a similar statute, is entirely applicable to the case in 
hand. ‘The court said: ‘All individuals have equal rights both in 
respect to service and charges. Of course, such equality of right does 
not prevent differences in the modes and kinds of service and different 
charges based thereon. * * * But that principle of equality does 
forbid any difference in charge which is not based upon difference in 
service, and even when based upon difference of service, must have 
some reasonable relation to the amount of difference, and cannot be 
so great as to produce an unjust discrimination.”” From the facts of 
record in the case before us it is manifest that the transportation 
service furnished the complainants and contract shippers was in all 
respects identical, 

It is suggested on behalf of the carrier that as the complainants 
were extended full opportunity to avail themselves of the lower rates 
by agreeing to the same condition which contract shippers had 
accepted, they were accorded the substantial equality of treatment 
contemplated by Sections 16 and 17 of the act. This contention, how- 
ever, is as unconvincing here as when used in support of other kinds of 
unjust discrimination resulting from unfair conditions imposed by 
carriers upon shippers. Under the statute, the complainants, as mem- 
bers of the shipping public, were entitled to have their shipments 
carried at the same rates as other patrons who received identical 
service. This right attached to each individual transportation transac- 
tion as such, and was not to be predicated upon any condition imposed 
by the respondent restricting the complainants’ freedom of choice as to 
what carrier or carriers they should elect to patronize in connection 
with subsequent shipments. 

Some reliance is placed by_the respondent upon the decision in 
United States vs. Prince Line, Ltd., et al., 220 Fed. 230, holding that 
in respect to commerce of the United States the practice of a combi- 
nation of foreign carriers to give déferred rebates to all shippers who 
patronized their lines exclusively was not an unlawful restraint of 
trade in violation of the Sherman anti-trust act. However, the ques- 
tion there involved was not one of undue discrimination between ship- 
pers, with which we are now concerned, but one as to the propriety of 
carriers combining to prevent competition by_ other lines. The 
inapplicability of this decision to the complaint before us is further 
evident when it is observed that Congress, by the subsequent passage 
of the shipping act, has inhibited and condemned as unlawful the very 
practice out of which the case arose. It is likewise to be noted, in 
connection with the case relied upon by the respondent, that the Su- 
preme Court of the United States declined to affirm the decision there 
rendered. United States vs. Prince Line, Ltd. et al., 242 U. S. 537. 

No evidence was adduced relating to any action of the respondent 
tending to show direct or indirect retaliation against the complainants 
for patronizing other carriers. Likewise, from the facts of record, it 
is clear that the contracts for exclusive patronage complained of were 
not to any extent based upon volume of freight offered. That part of 
the complaint alleging violations by the carrier of paragraphs 3 and 4 
of Section 14 of the Act is, therefore, without support. 

In regard to reparation which the Board is requested to award, the 
record shows that the total amount of freight paid by the Eden Min- 
ing Company and the Tunky Transportation & Power Company for the 
carriage of the 14 shipments relative to which complaint is made was 
$5,576.08. The difference between this amount and the sum which 
would have been paid had the complainants been given a discount of 40 
Per cent similarly as were contract shippers is $1,113.30. The com- 
Plainants content themselves with showing these facts, taking the po- 
sition that as this latter amount represents the extent of the unlaw- 
ful discrimination to which they were subjected, the fact and measure 
of their damage are thereby established, and that they are entitled to 

recover such amount as a matter of course under authority of Section 
22 of the Act. No evidence is submitted relative to any expense in- 
curred, loss of profits, or damage of any sort suffered as a result of 
the wrong of the respondent, the complainants insisting that, under 
the statute, mere proof of the amount by which the rates charged 
them exceeds those charged contract shippers for identical transpor- 
tation service ipso facto established the fact of their injury and the 
amount of their damage. 


We think that to accept the contention of the complainants in 
this connection would be to be read into the statute a meaning which 
its plain wording does not warrant. Section 22 of the Act provides 
that any person may file with the Board a sworn complaint setting 
forth any violation thereof, and asking ‘‘reparation for the injury, if 
any, caused thereby.”’ It further provides that in the event certain 
Tequirements of the statute are met, the Board ‘“‘may direct the pay- 
ment, on or before a day named, of full reparation to the complainant 
for the injury caused by such violation.” It can not be inferred from 
the language used that compensation for other than the actual damage 
incurred is to be granted. It may be that in a case of this character 

e injury sustained by the complainants because of the unlawful dis- 
crimination practiced was greater than the amount of the difference 
tween the rates charged them and preferred: shippers, or it may be 
that it was less. As was said in connection with this subject in a 
similar case involving reparation under a practically identical statute— 
The statute gives a right of action for damages to the injured party, 
and by the use of these legal terms clearly indicated that the damages 
foo werable were those known to the law and intended as compensation 
on the injury sustained. It is elementary that in a suit at law both 
ine fact and the amount of damage must be proved. And although 
bo Plaintiff insists that in all cases like this the fact and amount of 
tal Pecuniary loss is a matter of law, yet this contention is not sus- 

ned by the language of the Act, nor is it well founded in actual ex- 

rience, * * *” “Pennsylvanit Railroad Company vs. International 

1 Mining Company, 230 U. S. 184. 
of While, as in the instant case, the fact of discrimination in violation 

Provisions of the Shipping Act may be proved and the Board find 
Aa ainely, in respect to awarding reparation under Section 22 of the 
i for injury alleged to have been caused by such discrimination, 
a fact of injury and the exact amount of pecuniary damage must be 
won by further and other proof before the Board may extend relief. 
be think it is clear that proof of unlawful discrimination within the 
FY pe of the Act, by showing the charging of different rates from 
: pers receiving the same service, does not, as a matter of course, 
} ablish the fact of injury and the amount of damage to which the 

Mplainants may be entitled by way of reparation. 

‘ After full consideration of all the facts and evidence of record, the 
eo concludes and decides that the exaction of higher rates from 
cir Plainants than from other shippers for like service under the 
a qe stances involved in this case subjected the complainants to 
unjust and unreasonable prejudice and disadvantage, and constituted 
Io oe discrimination between shippers, in violation of Sections 16 and 

the Shipping Act. Inasmuch as these violations have been dis- 


‘ontinued, and no specific injury to complanants bo 
Dlaint is dismisns a jury planants was proved, the com 
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-UNFAIR WATER COMPETITION 


The Trafic World Washington Bureau 


The Federal Trade Commission has issued a statement ex- 
plaining that a report by one of its examiners recommending 
that a complaint against the Ericsson line charging unfair 
competition does not mean that the line has been freed of the 
charges against it. The statement follows: 


In the complaint of the Federal Trade Commission against the 
Ericsson Line charging unfair competition in water transportation 
between Philadelphia and Baltimore by reducing rates for service be- 
low the cost of service for the purpose of eliminating a competitor, 
the evidence having been taken on both sides, the trial examiner who 
heard the case reported to the Commission that in his opinion the 
charges of the complaint were not sustained by the evidence and 
recommended that the complaint be dismissed. This report, which is 
advisory only and in no sense the final judgment of the Federal Trade 
Commission, was, according to established practice, served upon the 
respondent and upon the Commission’s counsel in order that upon 
exceptions taken thereto by either party, the case would be argued 
by both counsel and finally decided by the Commission. 

Shortly after this report was served upon the respondent, notices 
appeared in the public press to the effect that the Ericsson Line had 
won its marine rate war and referring to the examiner’s report as the 
basis for this statement. The Federal Trade Commission was not 
responsible for this publication. 

Any statement that Ericsson Line has either won or lost in this 
case is premature and unwarranted. A final decision will be rendered 
by the Commission which may or may not coincide with the exam- 
iner’s report, after the case has been argued before the Commission. 


JAPANESE CLAIMS 


The Trafic World Washington Bureau 


The third hearing of the claims of the private Japanese ship- 
builders against the United States Shipping Board Emergency 
Fleet Corporation has been concluded before the claims com- 
mission of the board, W. D. Meals, chairman of the commission, 
presiding, and Commissioners F. W. Wood and Capt. R. M. Watt 
sitting with him. 

The claimants were represented by Leavitt J. Hunt, of Hunt, 
Hill and Betts, attorneys, New York, while Col. Joseph Fair- 
banks, director of the department of claims, and A. W. DeGoosh, 
assistant counsel of the legal division, represented the Emer- 
gency Fleet Corporation. Y. Nakamoto, of New York, represent- 
ing the Asano Bussan Company, Ltd.; Asano & Co., Ltd., and 
the Asano Dozoku K. K. of*Tokio, Japan, was among the spec- 
tators. 

Roland S. Morris of Philadelphia, former ambassador to 
Japan, and Capt. Frederick J. Horne, U. S. N., now stationed at 
the Naval War College at Newport, R. I., who was commander 
and naval attache to the American embassy in Tokio during the 
war, were the chief witnesses at the hearing. 

It developed in the testimony that the Japanese shipbuilders 
claim the steel which was to be charged to them at the American 
government price and which was furnished them by the Emer- 
gency Fleet Corporation, should be charged on a flat instead of 
a base rate, technical terms in the steel trade. It also devel- 
oped that they will claim exemption from demurrage and storage 
charges on steel, on the grounds that the steel was purchased 
f. o. b. mills and that the government was responsible for it 
from the time it left the mills until it was delivered alongside 
ship. 

Mr. Morris testified that he negotiated with the Japanese 
shipbuilders and closed contracts with them, with the under- 
standing that the steel was to be paid for at the American gov- 
ernment price. Captain Horne corroborated this testimony. 


The Japanese built thirty vessels during the war for the 
government, a total of 243,290 d. w. t. No statement of the 
amount of money claimed has been filed as yet with the board 
by the claimants. 


The United States furnished the steel to the Japanese ship- 
builders under an agreement whereby they were to furnish two 
tons in the construction of an American ship for every ton given 
to them. 


SHIPPING BOARD SALES 


Final opportunity to purchase surplus material from the 
United States Shipping Board will be afforded by auction sales 
to be held November 1, 2 and 3, at Hog Island, Pa., and November 
22, at Sparrow’s Point, Md., according to Sidney Henry, sales 
director, Emergency Fleet Corporation. 

The property to be sold at Hog Island consists of three 160- 
ton refrigerating plants built by the Shipley Manufacturing Com- 
pany, York, Pa. These are of the carbonic acid type and each 
unit was designed for a frozen meat steamer of about 320,000 cu. 
ft. insulating space. Each plant consists of 2 80-ton refrigerating 
machines driven by a tandem compound steam engine. 

In one lot there are approximately 40,000 high speed and car- 
bon drills and reamers. Practically all of these are new and 
have been carefully protected from deterioration. There is also 
a considerable amount of machinery, including turret lathes, 
flanging presses, forges and furnaces. 

Shipbuilders and shipowners will be especially interested 
in the anchors, searchlights, winches and marine telegraphs, 
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which will be offered at the auction. The searchlights are of 
standard construction and vary in sizes from 11 to 18 inches in 
diameter, and are suitable for many uses other than marine. 


Boiler manufacturers and plant engineers should be espe-. 


cially interested in 57 Foster superheaters, designed for installa- 
tion in Babcock and Wilcox boilers. 

There are also included 23 one-ton electric deck hoists, 
built by the Lidgerwood Manufacturing Company. The sale will 
include a quantity of both steel and wood blocks in various sizes 
and types. Many items of plant equipment, ship machinery and 
supplies other than those mentioned will be included in this 
auction, and inspection is invited prior to date of auction. Appli- 
cation for further information as to detailed descriptions of 
material to be included in this auction should be addressed to 
J. T. Eason, Sales Manager, United States Shipping Board Emer- 
gency Fleet Corporation, Hog Island, Pa., and inspection of 
material can be arranged for with him. Information concerning 
sale at Sparrow’s Point, Md., will be announced later. 


CANADIAN IMPORT REGULATIONS 


The department of customs and excise, of Canada, in Cir- 
cular No. 208c, superceding Memorandum No. 1600-% and Cir- 
cular No. 133c, has published a summary of the customs laws 
and regulations concerning Canadian customs requirements in 
respect of goods exported to Canada, for the information of 
exporters and others concerned. It contains instructions as to 
way bills and marks and numbers on packages intended to facili- 
tate the customs entry of goods imported from all countries (“and 
especially from the United States’) into Canada. Shippers are 
advised by it that way bills should sow full information regarding 
the name and address of the consignee, marks and number of 
packages and description of packages. Where goods are shipped 
in bulk, it says the-mumber of pieces, bundles, bushels, etc., is 
required. 

“It is very important” says the circular “that way bills of 
lading show the required information in order that the carrier 
may furnish the reports required to be made at the custom 
house and prepare manifests for transporting the goods in bond.” 

The requirements are certified invoices, in duplicate, to be 
sent to the importer, by mail, or his agent, for the use of making 
entry of goods at the port of destination in Canada. The Cana- 
dian Customs do not, however, require invoices to be delivered 
to the carrier transporting the goods into Canada. The proper 
commercial designation of the goods shipped must be set forth 
in all the invoices. 

It is required that invoices from exporters to importers in 
Canada shall show the marks and numbers on the packages, in 
such a manner to indicate truly the quantities and values of the 
articles comprised in each exportation package, the packages to 
be legibly marked and numbered on the outside when of such a 
character as to enable such marks and numbers to be placed 
thereon. 

Every such invoice, the circular says, shall contain a suffici- 
ent and correct description of the goods, and in respect of goods 
sold by the exporter shall show in one column the actual price at 
which the articles have sold to the importer, in a separate 
column the fair market value of each article as sold for home 
consumption in the country of export and, as provided for in 
the invoice forms prescribed hereunder, the country of origin or 
the country of manufacture or production of each article. 

The “price” and “value” of the goods in every case afore- 
said are to be stated as in condition packed ready for shipment 
at the time when, and at the place whence the goods have been 
exported directly to Canada. The fair market value as sold for 
home consumption shown on each invoice shall be shown in the 
currency of the country of export and the selling price to the 
purchaser in Canada may be shown in the actual currency in 
which the goods were purchased. 

When the value of goods for duty purposes is determined by 
the Minister of Customs under the provisions of the Customs 
Act, by reason of the goods being exported or imported under 
‘unusual conditions, the value so determined shall be held to the 
fair market value thereof. 

If in any package any goods are enclosed which are not 
included in the invoices of such packages, the enclosure (to avoid 
seizure) should be noted on the invoice of the outside package 
containing the enclosure, thus—‘3 parcels enclosed” (or as the 
case May be). 

Another requirement. is a currency certificate from a Cana- 
dian consul, Canadian trade commission or a bank showing 
the true value of the currency in which the invoice is made, at 
the date of the exportation, as compared with the Canadian 
standard dollar, in cases where there is what the Canadian 
Customs department regards a substantial depreciation or depre- 
ciation, where the depreciatioh or appreciation is less that one 
per cent the certificate is not required, but goods certified for 
entry under the British preferential tariff are to be invoiced 
separately from other goods. 

The circular contains instructions for declarations of the 
prices at which the goods are sold to the Canadian importer 
and also of the “fair market value” in the country whence they 
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they are imported, the laying of duty, the language of the statute 
requiring the marking of goods sent into Canada so as to show 
the country of thelr origin, either in legible French or English, 
to be as nearly indelible as the character of the goods will per- 
mit, and indelible where that is possible, and appendices showing 
the form to be used. 

The forms shown in the circular have marginal instructions 
which, if followed, the customs department believes, will greatly 
faciliate the entry of goods into the country. The last caution 
in the circular to exporters is carefully to observe the instruc. 
tions when making their certificates or invoices. 


BOARD REJECTS PROPOSAL 

A plan proposed by W. F. Gibbs, former naval architect for 
the International Mercantile Marine Company and more re- 
cently employed by the Shipping Board to supervise recondi- 
tioning of the Leviathan, for the operation of the Leviathan and 
other passenger ships owned by the board, did not meet with 
the approval of the board, it was said this week by officials. 
The proposal involved the management of the ships for the 
Shipping Board on terms not acceptable to the board, it was 
said. It was reported that Homer Ferguson, of the Newport 
News Shipbuilding & Drydock Company, which is reconditioning 
the Leviathan, was also interested in the proposal. 


PARCELS POST TO GREECE 


Importation of practically all articles of feminine finery 
into Greece is prohibited by mail, according to information 
received by the Post Office Department from the Hellenic gov- 
ernment. The ban limit is fixed for six months. Among the 
articles that are prohibited either by regular and parcel post 
mail into Greece are bonbons, fine cambrics, chocolates, articles 
made of crystal, artificial flowers, garments for women made 
of wool, beveled glass, women’s hats, false jewelry, fine laces, 
porcelain lamps, silks, sweetmeats, umbrellas and parasols. No 
reason is given in the notice to the Post Office Department by 
the Grecian government for the prohibitory order. 


REDUCED U. S..MEXICAN RATES 


Negotiations have been under way between United States 
railroads and Mexican lines for several months with a view to 
reducing through charges applicable to shipments destined to 
Mexico City and Puchuca. C. M. Fish, traffic manager of the 
Texas-Mexican Railway Company announces that United States 
lines have agreed to make reductions in their rates to Laredo, 
Texas, on shipments for export to points in Mexico, south of 
and including San Luis Potosi-and Aguas Calientes. The Na- 
tional Lines of Mexico have published, effective October 5, pro- 
portional rates from Laredo to Mexico City, Puchuca, Tampico, 
and other stations which will result in material reductions to 
those cities. 

A reduction of 40 per cent on all classes of freight rates be 
came effective October 5 on the National Railways of Mexico, 
applying from border points to San Luis Potosi, Aguascalientes, 
Pachuca, and Mexico City, according to a telegram from Assist- 
ant Trade Commissioner John P. Bushnell, Mexico City, to the 
Department of Commerce. 


MINNESOTA RATES UPHELD 


The Trafic World Washington Bureau 


Without writing any opinions, the U. S. Supreme Court, 
October 16, affirmed the Federal District Court of Minnesota, in 
Nos. 48, 49 and 50, cases brought by Minnesota state officials 
against the Northern Pacific, the Chicago & North Western and 
other northwestern lines, as the result of the Interstate Com- 
merce Commission bringing intrastate fares and charges in 
Minnesota up to the level prescribed in Ex Parte 74. The 
Court, in sustaining the lower court, which had found against 
the state officials, merely referred to its decision in the Wis- 
consin intrastate passenger fare case, wherein it upheld the 
federal Commission. 


CORPORATION NOT LIABLE 


The Supreme Court of the United States, this week, re 
versed the Supreme Court of North Carolina in No. 33, North 
Carolina Railroad Company vs. Evelyn K. Lee, administratrix 
of the estate of Hugh Scott Lee, for holding that the railroad 
corporation was suable for damages on the death of Lee, al 
employe, during federal control. In reversing the lower court 
the Supreme Court cited its decision in Missouri Pacific vs. 
Ault, 256 U. S. 554, wherein it held that the Director-General 
and not the railroad corporation was suable under the provi- 
sions of the federal control act. The court said the North Caro- 
lina court had recognized that construction of the law in later 
cases. 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for August. 
1922, shows 15,488 cars held overtime—a percentage of 06.62— 
as against 11,765—a percentage of 06.01—for August, 1921. 
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PRESIDENT’S LABOR BOARD PLANS 


The Trafic World Washington Bureau 


President Harding has not determined on a policy looking 
to the abolition of the Railroad Labor Board, it was said today 
at the White House, by a high spokesman for the President, when 
questioned as to the views of the President on that subject. 
The question was prompted by the fact that Secretary of Labor 
Davis urged the abolition of the board, in a speech in Ohio. It 
was indicated, however, that many plans for handling the rail- 
road labor problem were under consideration, and that the 
President, while not having a definite plan in mind at the pres- 
ent time, proposed to make some recommendations to Congress 
at the coming session. So far as is known, members of the 
Commission are not informed as to the railroad legislative plans 
of the President. Senator Cummins, chairman of the Senate 
interstate Commerce committee, is in Iowa. It is understood 
Chairman Hooper of the Railroad Labor Board is working on a 
proposed revision of the labor provisions of the law. The White 
House statement was not taken to mean that the President was 


against abolition of the board, but rather that he had not 
reached a definite conclusion. 


ABOLITION OF LABOR BOARD 


Secretary of Labor Davis, in a political speech at Athens, 
0., October 14, one of a series of speeches being made by cabinet 
oficers in the congressional campaign, went on record in favor 
of abolition of the Railroad Labor Board and the substitution 
therefor of negotiation between railroad management and rail- 
road employe and, if necessary, federal mediation. 

The speech made by the secretary attracted attention among 
those who have been observing the railroad policy of the Harding 
administration because it was not in line with what were un- 
derstood to be the views of President Harding. The President 
not long ago let it be known that he favored strengthening the 
Labor Board to the end that it could compel compliance with 


its findings, and he has been regarded as an advocate of the 
board. 


Legislation giving the board power to enforce its decisions 
would be equivalent to anti-strike legislation and there is a 
possibility, it is pointed out, that perhaps it has been decided not 


to take that tack in dealing with the railroad problem at the 
coming session of Congress. 


What Secretary Davis advocated in his speech would be 
highly acceptaple to the train service operatives. The “Big 


Four” brotherhoods favor the same method of dealing with labor 
disputes on the railroads. 


The Secretary’s speech was unusual in that it went into 
details to show why Mr. Davis regarded the Labor Board as a 
failure. Another significant feature of the speech was that the 


Secretary referred to the President’s views on the railroad labor 
question. 


After some preliminary remarks relative to the railroads, 
Mr. Davis, referring to the shopmen’s strike, said: 


Soon after the strike began, at the request of President 
Harding, I met with the representatives of the workers, who were 
in session in Chicago, during a visit I made to Moosheart, Illi- 
nis, I talked over with them the terms that would be acceptable 
to them, and when I returned to Washington I placed my views 
and theirs before the President, suggesting that he arrange to 
discuss the matter personally with the strike leaders. The Pres- 
ident called them to Washington and laid before them a propo- 
sition under which they agreed to resume work if the railroad 
executives would accept the proposal. T. DeWitt Cuyler, chair- 
man of the Association of Railway Executives, conferred with 
the President and assured him that the proposal would be satis- 
factory to the men who represented the management of the rail- 
toads. However, when the President’s proposal was formally 
submitted to the railroad executives they rejected it. As a result 
the President’s hands were tied. 

he President has been rather caustically criticised by un- 
thinking men who were not familiar with the facts, and others 
Who sought to make political capital out of the distress which 
threatened the country. I am confident that no executive official 
of the government ever devoted more earnest thought or more 
arduous labor to any task than was devoted by President Hard- 
ng to the cause of peace on the railroads. For two weeks he 
labored early and late to find a solution for the problem. He had 
ecretary of Commerce Hoover and myself devote our whole at- 
tention to the situation. 
th The difficulty was, and continues to be, that there is no au- 
ority of law that would enable the President to force a settle- 
Ment. The American prapie in their wisdom have never, through 
i € Congress, accepted the principle of compelling arbitration in 
ndustrial disputes. This principle is in opposed by both 
Mployers and workers. t meets with little favor among any 
heck in our national life. A determined effort was made when 
ber ummins-Esch law creating the Railroad Labor Board was 
aore Congress to incorporate a provision outlawing strikes, but 
though it passed the Senate, it failed in the House. 
th Now the President has a very clear and definite view as to 
pm wages of the worker. I can tell you what his aim is in in- 
mistrial affairs. I have learned it in many earnest conferences 
ae necessary by these conflicts. The President wants ma- 
hery provided that will ensure to workers not only in trans- 
portation but in other industry an adequate wage that will make 
tikes unnecessary. The President himself has expressed it thus: 
me he workman’s lowest wage must be ty for comfort, 
ough to make his house a home, enough to insure that the 


ieee ast existence shall not crowd out the things worth ex- 


his is the President’s aim in industry. I am confident that 
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ea employer nor enlightened employe will quar- 
rel w 

To one familiar with the relations of the government with 
industrial disputes, the procedure followed was that which prom- 
ised the best results. ince I became Secretary of Labor there 
have come to my desk upwards of 600 industrial disputes, more 
than two for every working day since I have been in the cab- 
inet. The Conciliation Service of the Department has through 
its commissioners of conciliation or through their co-operation 
with other authorities succeeded in adjusting 90 per cent of these 
controversies. It is significant that whereas some years ago, 
seventy per cent of the disputes reaching the department had al- 
ready reached the stage of open strike, actual strikes or lockouts, 
today less than 30 per cent of those before the Department de- 
voloped into suspensions of work. Among these strikes were 
the extensive marine strike, the strike in the meat packing in- 
dustry, and the controversy which tied up the textile industry of 
New England. The settlement of these disputes surely proved 
the efficacy of the administration’s conciliation work, in cases 
where neither party to the controversy has a special interest in 
prolonging the strife. I am confident that every industrial dis- 
pute can be settled if both sides will sit down in a spirit of 
fairness and justice to discuss the matters at issue, around the 
council table. Ultimately, after all of the misery and hardship, 
the heart-breaking and the economic tragedy of a long drawn 
out industrial appeal to force the questions involved are always 
adjusted in conference. I am confident that we can find a way 
to bring the conference before the strike, that we can put the 
appeal to justice and reason before the appeal to force. The 
community of interest which exists between employer and em- 
ploye, their mutual me pg their common aims, it seems to 
me are powerful enough to bring them to an agreement wherever 
— sides seriously and earnestly desire to adjust their dif- 
erences. 

As to disputes in the field of transportation, I have very 
clear and definite views. I am utterly unable to discover the 
wisdom of any such quasi-governmental partisan institution as 
the Railroad Labor Board. 

To my mind the experience of the Board has demonstrated 
that it is incapable of fulfilling the high hopes of those who pro- 
posed and supported it as a means of industrial peace on the 
railroads. It was created by the Esch-Cummins Act, designed to 
meet an emergency and to return the railroads to private own- 
ership. By reason of the constant tendency of both employers 
and workers to press their differences to the highest authority 
for settlement, each seeking to win an ultimate advantage the 
Board has been swamped with a mass of minor cases which might 
easily have been adjusted in the localities where they originated, 
by man to man negotiations. Every minor controversy between 
a switchman and a yard foreman has ultimately found its way to 
the congested docket of the board. Its proceedings have thus 
been hampered and delayed out of all reason, with the result 
that parties to all of these disputes have become irritated and 
disgruntled. The system designed to foster a better feeling be- 
tween workers and employers has unfortunately worked out with 
a directly opposite result. It has had the effect of making every 
petty trade disagreement a matter for federal determination. 

The tri-partite constitution of the board and its failure to 
meet the needs of the situation are apparent in the pending dis- 
Rot over the wages of railroad maintenance of way workers. 

he board is deadlocked. The public group, I understand, feels 
that the workers are entitled to an increase of two cents an hour 
in their pay. he representatives of the railroad management 
will not act on the matter. The representatives of the workers 
declare that the two cents an hour increase is not enough. The 
board is hopelessly divided, and decision is apparently postponed 
indefinitely, while the issue stirs dissatisfaction and discontent, 
and discord among executives and workers. 

One of the difficulties encountered by the board has been the 
lack of any conciliatory agency in the consideration of minor dis- 
putes, up to the time they reach the board itself, and take their 
place on the overcrowded docket. This situation has had the 
tendency to induce both sides to every controversy to avoid or 
evade settlements in local conference, in the hope that they will 
be able to win the board to a favorable attitude. 

Despite the high hopes of its authors, and the earnest labors 


devoted to its creation, the system has failed to work out as it 
was expected to work out. 


‘For this machinery I would substitute a new program, based 
on principle as old as time. I am old fashioned enought to be- 
lieve that mankind has not changed materially in his nature in 
the long progress down through the centuries. I have firm faith 
in the ability of men of honest convictions to settle their differ- 
ences man to man around the council table. 


For the powerless futility of quasi-government interference, 
without adequate ay, would substitute the innate fair- 
ness of the average man in his relations with his fellows. For 
the empty threat of quasi-governmental weakness I would sub- 
stitute the powerful force of the community of interest which 
always exists between employer and employe. I would give the 
employer and the employe the Ms dteadaggparad to meet man to man, 
through their chosen representatives, and thresh out their dif- 
ferences, free from the hope or the fear that meddling quasi- 
officials would interfere to cast their little influence in the bal- 
ance in favor of one side or the other. Here is my program. 

he management of our railways and the employes on our 
interstate railways are highly organized—I am told that prac- 
tically 100 per cent of the train service workers are organized in 
their various crafts. They are able to provide their own ma- 
ees” 4 for adjusting their differences. 
ere workers or employers have local grievances I would 
have those grievances taken up in joint conference of the local 
representatives of both sides. If this conference failed I would 
have them carried through the representatives of the organized 
men on that railroad division to the Division official of the rail- 
road, at the Division headquarters. Settlement failing there I 
would provide for the presentation of the ettevences by the na- 
tional Pan ces of the craft involved to the General Offi- 
cers of the railway system affected. 


In all of these local negotiations I would leave the way clear 
for the operation of the Federal Conciliation Service of the De- 
partment of Labor in order that the engi 4 efforts of the 
federal government might not be withheld at a time when oppor- 
tune action might check an incipient strike. I am confident that 
this procedure would end many of these disputes where they be- 
gin, A the local organization or on the single division of a 
railroad. 

If the issues defy settlement a even the highest representa- 
tives of the parties in controversy I would offer a Federal Board, 
where railroad executives or representatives of the workers could 
voluntarily submit their claims for mediation and conciliation. I 
would have this board appointed by the President, and would 
have it follow closely the lines of the Federal Board of Mediation 
and Conciliation, still authorized by law, but which has ceased to 
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function since Congress with the enactment of the Esch-Cum- 
mins Law failed to provide for its maintenance. I would em- 
pnetienSy eppene vesting this board with any arbitrary author- 
ty to compel a settlement or to decree the terms of an agree- 
ment. I furthermore would not permit this board to operate as 
an independent government agency. I would have it function 
through the Department of Labor where, according to all our ex- 
pertenee there are the proper facilities and background and 
nowledge to aid its operation. 

It would probably be advisable, and in most cases satisfac- 
tory to the parties at interest in these disputes, if means could 
be found to make wage and be ante | contracts arrived at after 
mediation or voluntary arbitration enforceable at law. This could 
easily be done by providing that the parties could file signed 
agreements with a federal district court and that such filing 
would give the instrument legal force. 

The negotiations entailed in this plan, extending over a long 
period, locally, in division conferences, in conference with the 
general officers of the railroad system involved, and finally in 
the Federal Board of Mediation and Conciliation would allow 
ample time to bring the contending parties together. There 
would likewise be ample opportunity for the development of an 
enlightened, intelligent public opinion, which would prove a pow- 
erful factor in bringing about a settlement before the ultimate 
appeal to force. 

he advantages of this plan are clear to me. One of the 
evils of the present system is the tendency to make mountains 
out of mole hills, to make national issues out of every petty dis- 
agreement between a section hand and his foreman. Both sides 
impede a settlement hoping that by carrying the dispute up and 
up, and up to the court of last resort, the Railroad Labor Board, 
they can win an advantage, or establish a favorable precedent. 
Every insignificent dispute becomes at once a potential national 
calamity, and employers and employes and the public they serve 
ae to the depths by visions of a possible nation-wide 
strike. 

By leaving the men and the management on each individual 
railroad and railroad system division free and untrammeled in 
settling their local differences, and allowing them to call on the 
conciliatory offices of the federal government, we would not face 
this danger, now so apparent, of arousing the whole transporta- 
tion service by the settlement of a single case. We would make 
® atep forward toward taking the government out of the railroad 

usiness. 

We have an example of this at present. Despite the fact that 
the Railroad Labor Board is still struggling with the issues 
raised in the shopcrafts strike, more than 90 of the 212 railroads 
involved have, upon their own initiative, reached satisfactory 
agreements with their own employes and are about their busi- 
ness as usual. These individual settlements are based almost en- 
tirely by the way, upon the proposal originally advanced by 
President Harding, which the railroad executives rejected. 

The principle is clear, because the railroad workers in Den- 
ver believe they are underpaid is no reason why the train serv- 
ice into New York should be suspended. Because the Louisville 
and Nashville Railroad is at odds with its employes is no reason 
for closing down the Southern Railroad. Our difficulty has been 
that we have sought to look on eyery disagreement between 
railroads and their workers as a national issue. As a result we 
have had national strikes. We have contralized the treatment 
of these disputes. Let us now decentralize them.. A strike on a 
single railroad would not menace our whole people, and it could 
be easily adjusted. When these controversies become nation- 
wide, they become almost impossible of right solution, 

his Railroad Labor Board was created under peculiar condi- 
tions and to meet peculiar circumstances. The railroads during 


the war had been nationalized. The government had operated 


them and had dealt with all employes on a national basis. War 
conditions had led everyone to look upon the rairoads as a single 
nation-wide entity, and consequently to look upon the railroad 
workers as a single great organized group. It was from this 
— of view that the Congress sought to wrestle with the prob- 
em of returning the roads to proviate ownership, and to insure 
the country of efficient railroad service, uninterrupted by indus- 
trial conflict. To meet these problems I have no doubt the Rail- 
road Labor Board plan was the best that could possibly be de- 
vised. The men who labored so earnestly and arduously to create 
it are entitled to their full meed of praise, and the men who in 
its administration have devoted their time to the solution of its 
problems are entitled to the nation’s gratitude. 

But now we find that conditions are changed. Both the rail- 
road managements and the railroad workers show a decided in- 
clination to depart from the national method of negotiation and 
to decentralize the relations between the carriers and their em- 
Ployes. As the nation returns to normal after the disturbances 
due to the war, so the railroads are returning to normal in their 
relation to labor. This was clearly evidenced when after the 
Railroad Labor Board sought in vain to adjust the differences 
between the railroads and all the shopcraft workers, some of the 
workers on individual roads sought to secure agreements with 
their own employers. To my mind we can gain peace on our 
railroads by countenancing and aiding this movement away from 
the nationalization of railroad difficulties. 


AGREEMENTS WITH SHOPCRAFTS 


It was stated October 16 that a large number of railroads 
had made agreements with the shopcrafts, providing specifically 
that any and all disputes shall be referred to the Labor Board 
for final and binding settlement. The following railroads 
were named: Southern Pacific; Pacific System; Southern 
Pacific, and Texas and Louisiana; Missouri, Kansas, and Texas; 
Louisville, Chattanooga & St. Louis; Central of Georgia; New 
York, New Haven & Hartford; Chicago, Burlington & Quincy; 
Colorado & Southern; Great Northern; Lehigh Valley; Interna- 
tional & Great Northern; Union Pacific; Illinois Central; Florida 
Eastern; Trinity & Brazos Valley; San Antonio, Uvalde & Gulf. 
— total combined mileage of these seventeen railroads is 11,916 
miles. 

Announcement was made, October 17, by the railroad shop 
crafts organization that eight more roads have agreed to a set- 
tlement of the shopcrafts strike. B. M. Jewell is urging all 
members of his organization now at work to give two days’ 
pay a month for the support of the workers still out on strike. 
The new roads who have settled their difficulties with their 
shopmen, according to Mr. Jewell, are: Louisville-Jeffersonville 
Bridge Company, Manistique & Lake Superior, New Iberia & 
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Northern, New Orleans, Texas & Mexico, Orange & Northwest- 
ern, St. Louis, Brownsville & Mexico, St. Louis & Belleville 
Electric Railway, and the St. Louis O’Fallon. 


INCREASE IN MAINTENANCE OF WAY PAY 


An increase in pay of two cents an hour has been granted 
railroad maintenance of way employes by the Railroad Labor 
Board. This wage revision, which became effective October 
16, will affect 451,911 men and will amount to $22,125,562 a year, 

The minimum wage of this class of employes will now range 
from 25 to 37 cents an hour. The maintenance of way men 
had been threatening to strike since the pay cut of last spring 
decreased their schedules from 5 cents to 1 cent an hour. 

The decision of the board was reached after several weeks 
of controversy, the labor members urging more than a two-cent 
advance, the public representatives supporting the two-cent in- 
crease, and the railroad representatives holding out for the 
retention of the schedule fixed in the spring. The reason for 
the action was given as the present upward trend of wages 
in other industries, and not as an increase in the cost of living. 


WORKING RULES FOR YARDMASTERS 


An eight-hour day, pro-rata overtime pay and at least two 
rest days a month have been granted railroad yardmasters by 
the Railroad Labor Board. These new working conditions have 
been fixed as a resuit of recent disputes between certain car- 
riers and the Railroad Yardmasters of America. The ruling 
applies to all classes of yardmasters except such general yard- 
masters as are exempted by the Commission’s ruling of Novem- 
ber, 1920. It is the first set of general rules to govern the 
entire class of yardmasters that has ever -been issued. 


TRAIN-CONTROL ORDER CHANGE 


The Commission has modified its order in No. 13413, the 
train-control investigation, in which it directed the railroads 
therein mentioned to install train-control devices not later than 
January 1, 1925. It has changed that order so the Southern 
Pacific may establish the train-control devices between Oakland 
and Tracy, Calif., instead of between Oakland and Sacramento, 
so that the Philadelphia & Reading may establish the devices 
‘between Camden and Atlantic City, N. J., instead of between 
Philadelphia and Harrisburg, Pa., and so that the stretch of 
track on which the St. Louis-San Francisco is to establish the 
devices will be that between Springfield, Mo., and Sapulpa, Okla., 
instead of between Springfield and Tulsa. 


ELECTRIC RAILWAY STATISTICS 


The Trafic World Washington Bureau 


Electric railways reporting to the Commission, in the year 
ending December 31, 1921, had an investment in road and equip- 
ment of $1,529,065,210, according to statistics prepared by the 
bureau of statistics. The miles of road operated totaled 
14,438.29. 

Railway operating revenue totaled $235,288,515. Freight 
revenue totaled $28,704,661. The operating income was $43,845, 
640. Dividends declared in 1921 totaled $12,182,603. 

In the Eastern district, the investment in road and equip- 
ment was $1,034,284,056; miles of road operated, 9,662.91; operat- 
ing revenue, $156,528,676; freight revenue, $14,183,881; operat- 
ing income, $30,502,603; dividends, $6,449,905. 

In the Southern district, the investment in road and equip- 
ment was $43,946,744; miles of road operated, 395.20; operat- 
ing revenue, $4,591,119; freight revenue, $1,316,430; operating 
income, $1,704,295; dividends, $80,284. 

In the Western district, the investment in road and equip- 
ment was $450,834,410; miles of road operated, 4,380.18; operat- 
ing revenue, $74,168,720; freight revenue, $13,204,350; operat- 
ing income, $11,638,742; dividends declared, $5,652,414. 





WHAT IS AN ELECTRIC RAILWAY? 


The Commission will hear argument December 6 as to the 
interpretation of the words “a street, suburban, interurban elec- 
tric railway, which is not operated as a part of a general steam 
railroad system of transportation,” contained in paragraph 1 
of section 20-a of the interstate commerce act. 

The argument will be heard in connection with the appli- 
cation of the Western Pacific Railroad Company for authority 
to acquire control of the Sacramento Northern Railroad, an 
electric line. 

The question at issue is whether or not the Commission has 
jurisdiction over the issuance of securities by an eleetric sub- 
urban railway. The American Short Line Railroad Association 
requested permission to argue the question. 





BELT RAILWAY NOTES 


The Commission has authorized the South San Francisco Belt 
Railway to issue two notes, each in the face amount of $7,950, 
to the American Locomotive Company, in part payment for 4 
locomotive, 
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The St. Louis 
Gateway! 


N your trade with the West 
and Southwest no factor is 
more important than the 

gateway through which your 
shipments must pass. 


Competition is keen and loss of 
time at the point of transfer may 
mean loss of business. 


A written request will bring you 
an informative and attractively 
illustrated booklet describing 
facilities which make 


ST. LOUIS 


The Strategic Gateway 


Between East and West 


It is to the interest of your 
business that you make a 
comparison of gateways be- 
fore routing your shipments. 


Eighty-seven per cent of the through 
“L.C.L.’’ freight routed via St. Louis 
departs the same day it arrives! 


More than 1,000 package cars 
loaded daily at St. Louis! 


The most complete system of modern 
freight handling facilities in America 


operated by the 


Columbia Terminals Company 
Agent for All Railroads Entering 


St. Louis 


“Columbia Service” is pro- 
vided by facilities (represent- 
ing more than $2,000,000 in 
investment) which include 
nine “universal” off-track de- 





forwarding facilities, and a 

WHERE YOU WANT IT 

WHEN ¥0OU WANT fleet of modern tractors and 
iN We IT semi-trailers. i 


pots, modern warehouse and. 







HOUSTON 


The Fourth Export Cotton 
Port in the United States 





Mr. Traffic Man, do you represent an industry 


which may place a factory, or plant, in the 
South? 





If so, have you considered the wonderful ad- 
vantage of being placed directly on deep water? 


Did you know that the port of Houston has 50 
miles of deep water frontage? : 


























Did you know that the public Belt Railroad, as 
already constructed and as contemplated, will 
parallel this water-front on each side of the 
Channel at a distance of from one-third to one- 
half mile back from the waterfront to enable 
plants and industries located at this port to 
have deep water at their front door and public 
Belt Line connection at their rear door, reach- 
ing the 17 railroads entering Houston? 


Can you imagine a more ideal location on the 
Gulf for a manufacturing plant? 


Mr. Traffic Man, if there is any possibility of 
your company directing a plant in the South, 
would it not pay to investigate the port of 
Houston? 


Address the 
DIRECTOR OF THE PORT 


COURT HOUSE HOUSTON, TEXAS 
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FUEL DISTRIBUTION 
The Trafic World Washington Bureau 


« The results of a conference between operators of the 
“Smokeless Field” of southern West Virginia and the federal 
fuel distributor on the matter of prices to be charged for domes- 
tic coal mined in that field are given in the following statement, 
issued October 16, by Fuel Distributor Spens: 


The federal fuel distributor had a conference, October 14, with 
coal operators in the ‘‘Smokeless Field’? of West Virginia relative to 
coal prices. This field comprises the Pocahontas District, the New 
River District, the Winding Gulf District and the =e River District, 
and the estimated total coal production in these four districts is 
36,000,000 tons per annum. , 

The operators that were present at the conference represent ap- 
proximately eightly per cent of the commercial production. 

The maximum price f. o. b. mines on prepared sizes for household 
use that was observed by the operators, through cooperation with 
federal and state authorities, prior to cessation of the miners’ strike, 
and at a time when the car supply in the “Smokeless Field’”’ prac- 
tically equaled the demand, was $5.13 per ton, including sales agency’s 
commission. With the settlement of the miners’ strike in union coal 
districts, the operators in the “Smokeless Field’ found it necessary 
to advance the wages in their mines materially, resulting in an 
estimated increased cost of production of the prepared sizes, of ap- 
proximately $1.00 per ton. In addition, with the ending of the strike, 
the car supply commenced to diminish, due to dislocation of equip- 
ment that naturally had resulted from a wider distribution of this 
“non-union” coal, the immediate demand for cars from “union” 
mines, and the retarded transportation incident to the railway strike, 
until today the car supply in the “Smokeless Field” is appreciably 
below current requirements and quite below the supply available at 
the time the former price was established. 

The demand for “Smokeless” coal is very great, and since the 
termination of the miners’ strike, at which time this understanding 
as to prices was cancelled, f. o. b. prices at the mines on domestic 
coals have ranged as high as $8.75 per ton plus 8 per cent sales 
agency’s commission, or a total of. $9.45 per ton. 

These operators, however, in appreciation. of the present emerg- 
ency, and in a desire to cooperate with the federal government in 
the accomplishment of its purposes, indicated a willingness not to 
exceed a maximum price f. o. b. mines, of $6.00 per ton on the pre- 
pared sizes of coal for domestic use, this price also to include the 


sales agency’s commission, and which, therefore, effective at once, - 


will be the maximum price f. o. b. mines, that wholesalers, retailers, 
or other purchasers of these coals will be asked to pay. : 

While, as stated, the entire production of the ‘‘Smokeless Field 
was not represented at the conference, we have been assured that 
the action taken by the very large majority will undoubtedly be fol- 
lowed by the remaining interests. 


Conferences on the matter of coal prices are being arranged 
by the federal fuel distributor with representatives of mine 
operators from each of the sixteen coal producing districts east 
of the Mississippi River. 


Fuel Distributor Spens is giving attention also to the price 
situation in certain coal-producing states where it is reported 
that coal is being sold within the state at a certain maximum 
figure agreed upon with the state authorities, while it is being 
marketed without the state at figures in excess of this maximum. 


Lieut.-Col. C. B. Hatch, U. S. Marine Corps, retired, has 
been designated, with the permission of the Navy Department, 
to act as the representative of the federal fuel distributor on 
the Fair Practices Committee of Pennsylvania, an organization 
which functions as a part of the Pennsylvania Fuel Commission, 
and which is giving its especial attention to matters affecting 
the price and distribution of anthracite coal. Lieut.-Col. Hatch’s 
residence is in Philadelphia. He succeeds E. M. Durham, Jr., 
who is resuming his duties with the United States Railroad 
Administration. 


Arrangements have been made for a conference between 
the federal fuel distributor and a special committee of the 
National Coal Association, of which J. C. Brydon of Baltimore 
is chairman, to be held in Washington, October 18, for the pur- 
pose of discussing matters relating particularly to transportation 
conditions and car shortages. 


The following statement, summarizing developments in the 


anthracite price situation, has been issued by the federal fuel 
distributor: 


tg ee 75 per cent of Pennsylvania’s anthracite is pro- 
duced by the larger, or so-called “Company” operators. The balance 
is produced by the so-called “Independent” operators. On the 75 
per cent production a price of $8.50 per ton f. o. b. mines, established 
by Pennsylvania state authorities, prior to the creation of this office, 
applies today as a maximum, although on a goodly percentage of 
this production prices ranging from $8.00 to $8.35 per ton have volun- 
tarily been observed. On the remaining 25 per cent production prices 
range from $9.25 to as high as $14.25 per ton f. o. b. mines. 


The Fair Practices Committee of Pennsylvania was appointed sev- 
eral. weeks ago to investigate cost of the “Independent’’ production 
and to determine fair f. o. b. mines prices. The Federal Fuel Dis- 
tributor is represented on this committee. 


This committee commenced to function about the first of Oc- 
tober, and since that time, pending a more thorough investigation 
and final conclusions, ‘‘Independent” operators, representing approxi- 
mately 20 per cent of the total production, have signified a willingness 
to observe a maximum price of $9.25 per ton f. o. b. mines, the prices 
theretofore on this production having ranged in some instances to 
as high as $10.50 per ton. 

In order that the Fair Practices Committee may concentrate its 
efforts on the remaining ageing oe 4 5 per cent, on which produc- 
tion prices are today ranging as high, in some cases as $14.50 per 
ton f. o. b. mines, the Pennsylvania Fuel Commission and the Fed- 
eral Fuel Distributor have agreed, as a feet me expedient, to defer 
investigation of those independent operators whose prices will not 
exceed $9.25 per ton f. o. b. mines. The Fair Practices Committee 
have been advised by the Pennsylvania Fuel Commission and the 
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Federa] Fuel Distributor that their findings as to fair prices that 


should obtain on the 5 per cent production should be completed by 
not later than October 31. 


The following statement relative to the adjustment of prices 
on domestic coals produced in Alabama and shipped to points 


without the state has been issued by the Federal Fuel Distrib- 
utor: 


A conference of coal operators in Alabama was held in Bir- 
mingham, October 17, at the request of the Federal Fuel Distribu- 
tor, to discuss prices on domestic coals produced within the state 
and shipped to points beyond the state line. The prices fixed by 
the state authorities on domestic coal are as follows: 


ee PI cas cas eveiccpece eg os wane ms eeeesee ae $3.45 per ton 
Pratt-Jagger Corona Group.........s.ee- Cecccewewen Geer ton 
Cahaba Black Creek Group......ccccccccrcccecces «+--+. 5.20 per ton 
Montevallo-Climax Group ......cceccccceseee eeeeese 6.00 per ton 


These prices have been applied as maximum f. o. b. mine prices 
on coal consumed within the state, but have not been observed on 
coal moved across the state line, the prices on the latter having 
ranged as high as, for 


Wee BOG Gee v0 bs be Sew scese tee shiesccsicess cceeem per ton 
PPRte-SOROr COPORR GOED ccs occccccccsccvescsscee -- 5.25 per ton 
Cahaba-Black Creek Group ......ceeeeseeees voatceos Gee per ton 
Montevallo-Climax Group ........++s.- gee “wenees 7.00 per ton 


The operators present at the conference, representing approxi- 
mately 85 per cent of the entire production, signified their willing- 
ness, excepting as to existing contracts, to observe, effective at 
once, as maximum f. o. b., mine prices on interstate domestic coals 
the same prices as now observed as maximum f. o. b. mine prices 
on coal produced and consumed within the borders of the state. 


Matters affecting the price situation in the bituminous coal 
fields of the Pittsburgh district will be the subject of a con- 
ference in that city, October 23, between representative coal 
operators and Federal Fuel Distributor Spens. F. R. Wadleigh, 
assistant to the Federal Fuel Distributor, will also attend the 
conference. It is probable that Messrs. Spens and Wadleigh 
will go to Altoona, Pa., to confer with representatives of the 
Central Pennsylvania Coal Operators’ Association before re- 
turning to Washington. 


In the scheme of organization of the work of the Federal 
Fuel Distributor’s office, the handling of general traffic matters 
with the railroads and with the Interstate Commerce Commis- 
sion will be assumed by the Fuel Distributor personally. He 


is also giving especial attention to the problem of railway fuel 
supplies. 


General problems affecting the coal price situation have 
been assigned to F. R. Wadleigh, in co-operation with the Fuel 
Distributor. Mr. Wadleigh will also give consideration to the 
matter of anthracite prices and distribution; to export and 
bunker coal; to tidewater and New England coal supplies; and 
to individual complaints as to prices charged for fuel. Tech- 


hical questions relating to the use of coal will receive Mr. 
Wadleigh’s attention. 


H. F. Bell, foreign freight traffic manager of the Erie Rail- 
road, recently designated as an assistant to~the. Federal Fuel 
Distributor, will give especial attention to the matter of coal 
supplies for public utility companies. Individual complaints as 
to lack of coal, lack of coal cars and lack of transportation serv- 
ice will be given consideration by Mr. Bell, who will also keep 
in close touch with current railroad embargoes and recommenda- 
tions issued by the car service division of the American Railway 


Association to railroads as to interchange or movement of coal 
equipment. 


Lieut.-Comdr. E. A. Cobey has jurisdiction over the district 
representatives of the Federal Fuel Distributor stationed in 
the different bituminous coal fields. C. J. Hepburn of Phila- 
delphia, retained as general counsel, will give consideration to 
all legal matters. Wayne P. Ellis, in addition to general statisti- 
cal work, will give attention to the movement of coal to the 
upper Great Lakes region. 


Revised figures relative to the production of bituminous 
coal in the week ended October 14 show total loadings of 10, 
036,895 tons, an increase of 362,395 tons over the previous week’s 
output. Bituminous coal loadings for Monday, October 16, 
amounted to 41,201 cars, closely approaching the high record 
mark for a single day’s loadings in the history of the soft coal 
industry of the country. 


At a conference held with the Federal Fuel Distributor in 
Washington October 18, members of a committee of the National 
Coal Association, of which J. C. Brydon of Baltimore is chair- 
man, outlined the present transportation needs of the different 
bituminous coal producing districts of the country. Fuel Dis- 
tributor Spens assured the committee that remedial measures 
would be given his earliest consideration. 


A. L. Humphrey, president of the Westinghouse Air Brake 


‘Company, Pittsburgh, has been appointed a member of the 


advisory committee named by the Federal Fuel Distributor to 
represent American industries in the present fuel emergency. 
Mr. Humphrey has notified Fuel Distributor Spens of his ac 
ceptance of the appointment. 


Federal Fuel Distributor Spens has advised Secretary Hoover 
that the coal supply at tidewater has become sufficient to permit 
the lifting of restriction against vessels taking on more thad 
sufficient bunker coal to carry them to the next port. 
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Gulf and Ship: Island 
RAILROAD 


Route Between 


The SOUTHWEST 
and SOUTHEAST 


The GULF AND SHIP ISLAND RAIL- 
ROAD, as shown by the accompanying map, 
forms a link between the ALABAMA AND 
VICKSBURG RAILWAY and THE LOUIS- 
VILLE AND NASHVILLE RAILWAY, for 
a broader use of the old established VICKS- 
BURG gateway in the movement of traffic 
between the Southwest and Southeast. 








A dependable fast through freight service is 
maintained in both directions. 





A TELEGRAPHIC RECORD of through 
traffic routed via the Gulf and Ship Island is 
furnished shippers and consignees. 






H. H. SCHUTT, General Agent 
Porter Building, Memphis, Tenn. 


W. P. WITHERS, General Agent 
Great Southern Life Bldg., Dallas, Texas 


W. H. L. NELMS, General Agent 
Moore Building, Atlanta, Ga. 
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Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Corporation 
General Agents: Hamburg-American Line 


American-Hawaiian S.S. Co. 
INTERCOASTAL SERVICE 
To Los Angeles, San Franeisco, Portland, Seattle, 


aco 
NEW Cp eee =e A 
*MINNESOTAN 
TEXAN 









a 

BOSTON—SATURDAYS 
*MINNESOTAN 
TEXAN 





ARIZONIAN ........ Nov. 9 ARIZONIAN ........ Nov. 4 
KENTUCKIAN ...... Nov. 16 KENTUCKIAN ....... Nov. 11 
ae ee 
HTAN .ncccccee ONTAN _....ee. 


eeeee 
eoecee este BD LEAVE EAIN cece eeees 


coccccceces Oct, 21 PANUCO ...h.cseees 


eeecceceee sANOVe 4G £AEDVWAWER coeseseseee 


ecccceccee cette DBD SEDMVVAVER coeseseveee 


* Discharges direct at Belllnting., Washington. 
PACIFIC COAST TO EUROPE 
a8 Soles ot cone 
nightly Sai 

Joint Services cee 
Hamburg-American Line 


NEW YORK TO HAMBURG 
88. “MOUNT CLINTON 


eeeee eee eeeseteseeeseeeeeeees 


SOC HSH EEE HOH EETH ESE ESE ET ESE EEE EEE 


MINT CUAY  .ncccccccccccccccccccccccccccscs a 
8.8. TWUERTTEMBURG  .... cc cccccccccccccccccccces Nov. 16 
8.8. caataah CARROLL ...ccccccccccccccccccccccece Nov. 23 
8.S. HANSA 


® Carries third-class passengers. 
¢ Cabin and third-class passengers. 
¢ First, second, third-class passengers. 


PHILADELPHIA TO BREMEN AND HAMBURG 
8.8. EMDEN (via Baltimore and Norfolk) ............. 
8.8. NEVADAN (via Baltimore and Norfolk) 


BOSTON TO BREMEN AND HAMBURG 
8.S. AMASSIA (Hamburg only) .........ccsceceseseess Oct. 24 
8.8. CALLISTO (via Baltimore and Norfolk).......... Dec. 6 


BALTIMORE TO BREMEN AND HAMBURG 
























8.8. NEW BRITAIN (via Norfolk) .......:..-..2s.seeeee Nov. 15 
8.8. EMDEN (via Norfolk)........ccscccecscccceces 1 «Nov. 28 
8.8. CALLISTO (via Norfolk) ..........secseeseceees Dec. i 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 


Cee eee ester sree eee eEeeeeeseeeseee® 


of November 


Threugh of nding vin Hamburg toyed to all Seandioavion 
_ and Baltic Perte 


U. S. Government Ships 
NEW YORK TO DUTCH EAST INDIES 
Penang, Belawan-Deli, Port Swettenham, Singapore, Batavia, 
Samarang, Soerabaya 

8.8. JALAPA 


a hiaieines 0-0 a-aheaniee oucainnaias ataibaigiiewaaiaiietiads Oct. 30 
Steamers take cargo for Tunis, Alexandria and Syrian Ports. 


General Offices: 39 BROADWAY, New York 
Telephone Whitehall 1020 


WESTERN FREIGHT OFFICE 
CHICAGO, 327 South LaSalle Street....... Phone Wabash 4891 


BRANCH OFFICES: 
BALTIMORE, 
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CROSS SS OSHS ESTEE ESHEETS SELEEES 


SPOTS ESET SEO ESESHESE SHH ETRE SESE E SEES 


PACIFIC COAST AGENTS 
& Ce., 316 Sansome St., San Francisco 
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SERVICE ORDER NO. 25 AMENDED 


The Trafic World Washington Bureau 


The Commission, October 18, amended its Service Order 
No. 25 by prescribing a rule to govern the supply and distribu- 
tion of open-top cars to mines which customarily do not or can- 
not load a car within 24 hours after placement, commonly called 
wagon mines, and by adding foundry sand and materials for 
the construction and repair of locomotives and cars to the list 
of commodities that may be loaded into open-top cars in the 
direction of but not beyond the mine or mines to which such 
cars are destined for coal loading. The amendment, No. 1, was 
made effective, as to the so-called wagon mines, on and after 
October 23, and forthwith, as to the added commodities. The 
order is as follows: 


It is ordered, That said Service Order No. 25 be, and the same 
is hereby, amended and supplemented in the following respects: 


By adding to paragraph 3 thereof an additional proviso 
as follows: 


“Provided further, that from and after October 23, 1922, the 
supply and distribution of open top cars suitable for the loading 


and transportation of coal to wagon mines shall be subject to the 
following rule: 


‘Upon any day when any such common carrier by railroad is 
unable to supply mines upon its line with the required number 
of open top cars, such cars shall not be furnished or supplied by it 
to any mine which customarily does not load or is unable to load 
such cars with coal within 24 hours from and after the time of 
pincouea> until all mines upon the line of any such carriers have 

een fully supplied with such cars.” 

(2) That the proviso in paragraph 5 of said order which reads: 

“Provided, that such open top cars suitable for the loading 
and transportation of coal, after the discharge of the coal lading 
thereof, may be used for the transportation of road and building 
construction materials, ore, mine supplies for current operation 
and fluxing stone for furnaces when the destination of such ma- 
terials is in the direction of but not beyond the mine or mines 
to which such open top cars are destined for coal loading, and 
when such use will not materially delay or minimize the produc- 
tion and transportation of coal.” 
be, and the same is hereby, amended effective forthwith to read: 

“Provided, that such open top cars suitable for the loading 
and transportation of coal, after the discharge of the coal lading 
thereof, may be used for the transportation of road and building 
construction materials, ore, mine supplies for current operation, 
fluxing stone for furnaces, foundry sand, and materials for car 
and locomotive construction or repair, when the destination of 
such materials is in the direction of but not beyond the mine or 
mines to which such open top cars are destined for coal loading, 
and when such use will not materially delay or minimize the 
production and transportation of coal.” 


COAL LOADING 


Reports received by the car service division of the American 
Railway Association showed that 28,671 cars were loaded with 
bituminous coal on last Wednesday, October 11. This was 568 
cars less than the day before. While Wednesday’s loading was 
2,374 cars below the daily average for October last year, it ex- 
ceeded by 97 cars the daily average for September this year. 
Loading of- anthracite coal on Wednesday amounted to 6,415 
cars, 5 less than the day before. Wednesday’s loading, however, 
surpassed by more than 500 cars the daily averages for both 
October, 1920 and 1921. 

Loading of anthracite coal October 12 amounted to 6,273 
cars. This was a decrease of 142 cars under the day before. It 
exceeded, however, the average daily loading in October last 
year by 420 cars, and in October two years ago by 3638 cars. 
It also exceeded by 260 cars the average daily loading for the 
first week this month. Loading of bituminous coal on October 
12 totaled 27,500 cars. This was a decrease of 1,171 cars under 
the day before. ° 

Increases over the day before in the number of cars loaded 
with both bituminous and anthracite coal took place on October 
13. Bituminous eoal loadings totaled 28,776 cars. This was an 
increase of 1,276 over the day before. While this fell below the 
average daily loading for October last year by 2,269 cars, it ex- 
ceeded the daily average for last September by 202 cars. Load- 
ing of anthracite coal on October 13 amounted to 6,428 cars. This 
was an increase of 155 cars over the day before. This also ex- 
ceeded by 518 cars the daily average for October, 1920, and by 
575 cars the daily average for October last year. 

Complete reports received, October 17, by the car service 
division of the American Railway Association from the rail car- 
riers show that more cars were loaded with coal during the week 
which ended on October 14 than on any previous week since the 
coal strike began on April 1. The total for the week was 220,751 
cars. This exceeded the week before by 8,733 cars, and exceeded 
by 4.539 cars the week before that, which up to that time had 
marked the peak. 


. On the basis of coal loading, coal production during the 
week approximated 11,950,000 tons, the greatest amount pro- 
duced during any one week since the strike began. Of this 
amount, 10,037,000 tons were bituminous and 1,913,000, anthracite 
coal. Production for the previous week was approximately 11,- 
478,000 tens, and for the week before 11,713,000 tons. 

Loading of bituminous coal last week amounted to 182,489 
cars. 6.589 above the week before. Anthracite loading amounted 
to 38,262 cars, an increase of 2,184 over the week before. 

Loading of bituminous coal on Saturday, September 14, 
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totaled 27,707 cars. This was a decrease of 1,069 cars under 
the day before, but bituminous coal loading on Saturday are 
always less than on other days in the week. 

Reports showed that 6,280 cars of anthracite coal were 
loaded on Saturday, 148 under the day before. Saturday’s load- 
ing, however, exceeded the daily averages for both October 192) 
and 1921. 

Bituminous coal loading totaled 41,201 cars on Monday, Octo- 
ber 16. This was the highest loading since December 20, 1920, 
and was 605 cars more than the loading of October 8, which 
was the peak loading to that date since 1920. Anthracite load- 
ing totaled 5,951 cars on October 16, a decrease of 329 cars as 
compared with the loading on October 14. 


COAL PRODUCTION REPORT 


“Complete returns on soft coal production will show about 
9,900,000 tons,” the Geological Survey said in its coal report 
under date of October 14. “During the five weeks just closed 
the output has been at an almost uniform rate varying little from 
an average of about 9,780,000 tons.” 

Continuing, the Survey said in part: 


The number of cars loaded on Monday, October $, as reported by 
the railroads, was 40,596, the largest reported this year; but on Tues- 
day loadings fell off to 29,239 cars, a figure exceeded on several Tues- 
days since the close of the strike. The total cars loaded on the first 
four days of this week shows an increase of 3.9 per cent, as compared 
with the same days of the week before. Full returns on loadings for 
the week are expected to show an output of 9,800,000 to 10,000,000 tons. 

Shipments of bituminous coal through Hampton Roads decreased 
about 10 per cent during the week ended October 7. Dumpings totaled 
253,544 tons, as compared with 283,987 tons in the week preceding. 

The aggregate of tidewater shipments from Atlantic ports in- 
creased to 2,224,000 net tons in the month of September. In com- 
parison with August this was an increase of 404,000 tons, or 18 per 
cent, which was distributed between all ports except Hampton Roads. 
The total shipments from Hampton Roads decreased, although the 
shipments to New England increased. 

In the opening weeks of the present navigation season only a very 
small tonnage of anthracite was shipped up the lakes. Following that 
practically none was moved during the summer. About the middle of 
September shipments were resumed. The cumulative tonnage moved 
now-stands at less than 5 per eent of the tonnage moved in the corre- 
sponding period of 1921. 

_ Although dumpings of soft coal into vessels at Lake Erie piers con- 
tinued at a high rate, there was a _" decrease in the tonnage 
handled during the week ended October 8, as compared with the pre- 
ceding week. The Ore and Coal Exchange reports the total handled 
during the week ended October 8 as 1,179,298 net tons, as against 
1,245,373 tons in the week before. In comparison with the correspond- 
ing week a year ago, this was an increase of 56 per cent. Of the total 


dumpings, 1,142,332 tons were cargo coal and 36,966 tons were ves- 
sel fuel. 


During the present season to October 8, inclusive, 10,836,083 tons 
of cargo coal have been dumped into vessels at Lake Erie piers. 0 
this quantity 9,829,091 tons were forwarded to regular lake markets and 


1,006,992 tons were forwarded to Lake Brie destinations not ordinarily 
taking lake coal. 


Preliminary reports of dumpings during the first two days of the 
present week show a decrease of about 15 per cent, as compared with 
dumpings on corresponding days of last week. 


DISREGARD OF CAR RULE SUGGESTED 


The Trafic World Washington Bureau 


In behalf of shippers in Washington, O. O. Calderhead, traf: 
fic expert for the department of public works of that state, has 
asked the car service division of the American Railway Asso 
ciation if it would not be possible to set aside, temporarily, the 
home routing rule of the association so as to permit some of 
the eastern cars, made empty on the Pacific coast, to be used 
locally in Washington (and whatever is or can be done for 
Washington applies also to Oregon), in place of some of the 
western line cars now in the East. The situation on the north 
Pacific coast is represented as almost desperate. According to 
Mr. Calderhead, the home routing rules of the association have 
caused eastern line cars to be sent home, as intended. But it 
has not caused western line cars to be returned to the trans- 
continental railroads in numbers great enough to afford any 
relief in Washington or Oregon. 

Food products are grown in Washington and Oregon east 
of the mountains. Eastern cars are made empty on the coast. 
Under the home routing rule an eastern car may not be loaded 
except in the direction of home routing. There is traffic on the 
Pacific coast to haul eastward, but there are practically no cars 
available for handling foodstuffs from eastern Oregon and Wash: 
ington to the coast. 

The Calderhead proposal is that, in view of the fact that 
eastern lines are not able to return cars to the West, that some 
of the foreign line cars made empty on the coast be permitted 
to come to the food growing sections empty, there loaded, i0 
disregard of the home routing rule and sent back to the coast 
— ae loaded for the East in accordance with the home rout- 
ng rule. 

That proposition was to be a plan for relief in addition to 
an order made by the car service division under which eastern 
lines, for ten days from October 12, were to turn over to the 
Great Northern and Northern Pacific 1,000 box cars in excess of 
those due them under the rules. That order was not regarde 
by Mr. Calderhead as giving any assurance of relief to the far 
West at all because, unless one or the other road was given 4 
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POSITIONS WANTED OR OPEN 


TRAFFI wae  - MORE THAN EVER IN DEMAND 
and THE TRAFFIC D is the logi the 
men and the Mons = 
classified adve 


are a 
minimum charge $3.0 po rms insertions, per lime, 50c; 16 words to 
the — numbers —- £- 





breviations counted as words; 6 point type; 
payabl 7* advance. yo to mares advertisements forw free 
and all rrespondence held in strict confidence. THE T Cc 


WORLD, is South Market Street, icago, Ill. 





POSITION WANTED—Traffic manager or assistant. Nine years’ 
railroad experience; Interstate Commerce graduate LaSalle. Familiar 
with tariffs, routing, claims, etc. Twenty-seven; married. Address 
ee Traffic World, Chicago. 





POSITION WATE Se Assistant Traffic Manager who will 
work without salary. Experienced in the use of classifications and 
tariffs, railroad geography and routing, knows rate structures of 
United States, intimate poeecetae of New England. Graduate La 
Salle and Industrial Traffic Managers’ College of New York. Thirty, 
single, and healthy. My services free on trial without obligation 
on part of emoplerer. If satisfactory, a reasonable salary retains my 
serviees. Address G. W. J., Traffic World, Chicago. - 


DISTRICT REGISTRARS. 
For Department of Interstate Commerce & Traffic Management. 


business training institution in the world—an institution with 

,000,6 in assets and 15,000 active students, which has added more than 

100, a to the pay checks of its members, offers an exceptional opportunity 
to « few high-class registrars. 


THE MEN WE WANT 
must have the following qualifications: 
(1) Between 27 and 45 years of age. 
(3) Strong, @lean personality and superior address. 
(3) Idberal education, preferaBly along business lines. 
(4) Knowledge of Traffic from Railroad or Industrial Traffic Expertence. 


(5) Sales experience, such as selling office equipment, bonds or advertising, 
desirable. 


(6) Demonstrated earning capacity of at least $4,000 a year. 


AbiHty to a § the friendship of students and to secure the je area of 

d big business organizations, such as Chambers of Commerce 

make poe nar md arrangements on monesate salary 

who qualify for permanent appointments will be 

ree tod valuable territorial rights 5 proved earning possibilities of $6,000 
@ year. 


Write or telephone for eppointment, OF. BB 
¥ pele : ion University, General Eastern 
or: oo 


ASLER, Mew. York Manager 
Office, 113 West 42nd St., New 
Bryant 1292, between the hours of 10 and 12 o'clock. ms 


Reduce Damage Claims 


by nailing your boxes and crates right. Use nails of the 
right size, spaced to suit the kind and thickness of wood 
used. Our pamphlet on nailing tells you how. It is free. 
Write for it. 
National Association of Box Manufacturers 
1553 Conway Building, Chieago 


FOOL CARS 


RECEIVED, CHECKED, DISTRIBUTED 
RESHIPPED IN LESS THAN CAR LOTS 


PITTSBURGH DISTRIBUTING CO. 


601 Empire Building, PITTSBURGH, PA. 


Established 1910 
TOLEDO, OHIO 
The Toledo Terminal Warehouse Co. 


928-930 GEORGE STREET 
TOLEDO, OHIO 


STORAGE OF MERCHANDISE 
Special Attention to Pool Car Distribution 


Phone 1574 Smithfield. 






WACO, TEXAS 
THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


MODERN FACILITIES FOR 
DISTRIBUTING—WAREHOUSING . 


One Block on Mary at 13th Street 


THE TRAFFIC _- WORLD 











CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canali Street, near Tayler Street 


‘Teaming of Every Deseription City Delivery Servies and Gartond 


Muskogee Transfer & Storage Ce. 
2—Fireproof Warehouses 


Merchandise and Household Goods 
Stored—Pool Cars Distributed 
Railroad Siding. 





CONTINENTAL WAREHOUSE COMPANY 


416-434 West 12th Place, Chicago, Ill. 


Sprinkled Warehouses in the heart of the 
Freight Terminal District. 


Merchandise Storage and Distribution Specialists. 


SAVANNAH, GEORGIA 


Sterage—Pool Cars Our Specialty 


H. H. BRADLEY & CQ. 


Personal Service Quiek Despatch 










JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or tion man in the city. 


transporta 
DEEP WATER AND RAIL CONNECTIONS 












ROCHESTER, NEW YORK 
General Storage Carload Distribution 


Members American Warehousemen’s Association and American Chain ef Warehouses 


B. R. & P. WAREHOUSE, Inc. 


Storage & Warehouse Company 


MERCHANDISE 
DISTRIBUTION and WAREHOUSING 
WRITE US FOR RATES 


UMAHA 
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big draft of empty cars at one time, the chances, Mr. Calderhead 
believed, were that not one of the cars in the small drafts would 
ever get farther west than Minnesota or the Dakotas. 

The Washington man was frank in avowing his desire to 
have the rule disregarded. His view was that, while the home 
routing rule worked all right as a general thing, it fell down 
when the tendency was for traffic to become congested in the 
Kast. The transcontinental lines, as he saw the situation, were 
victims of their optimism. They figured that when the strike 
came to an end the flow of cars would be restored to normal 
with little or no delay. Therefore they observed the home rout- 
ing rule to the letter and also sent their own cars to the East, 
believing they would come back without material delay. Their 
belief, according to shippers in the Pacific north coast country, 
was not justified, hence the suggestion for a disregard of the 
home routing rule to enable the crops of the food growing sec- 
tions of Washington and Oregon to be sent to markets on the 
coast. 


COMMERCIAL SIDE OF EMBARGOES 
The Trafic World Washington Bureau 


The commercial phase of embargoes is coming up for con- 
sideration by railroad officers, shippers’ traffic managers and 
others interested more prominently now than hitherto. Usually 
the new character of the query is as to whether the carrier 
that has laid an embargo has placed an unnecessary burden 
on a particular district or on a particular industry. The ques- 
tion is coming up even in connection with embargoes on coal, 
notwithstanding the fact that the market is supposed to be 
strong enough to absorb every pound of coal that is or can be 
produced. Heretofore, generally, the existence of a physical 
disability was regarded as justification for any kind of embargo. 

An informal conference was held by Commissioners Aitchi- 
son, Potter and Cox, October 19, in which the commercial phase 
of the subject seemed to be the most important. The confer- 
ence was called on the complaint of the New River coal oper- 
ators that the Chesapeake & Ohio had unjustly discriminated 
against them when, October 13, it placed an embargo against 
coal from that field to the West, on account of congestion of 
its lines west of that field. It placed the embargo to enable 
it to clear away the congestion. It was not able to give an 
indication as to how soon that might be accomplished. 

The New River operators pointed out, in an informal way, 
that the effect of the embargo was to shut their low volatile 
coal out of the markets to the West. They said there was an 
unusual demand for their kind of coal, which produces the 
minimum of smoke, on account of the scarcity of anthracite, 
for domestic uses. They suggested that they should have a 
pro rata share of the use of the facilities of the Chesapeake & 
Ohio to the west and not be closed wholly out of those markets 
for an indefinite period. They said the effect of the embargo 
was to force them to find markets to the east and allow the 
customers they had theretofore had in the West to go to com- 
petitors in the Pocahontas low volatile field or compel them to 
use the high volatile coals of districts west of the New River 
district. 

Apparently the Chesapeake & Ohio operating officials who 
laid the embargo looked at the matter wholly from a trans- 
portation point of view. They dealt with the fact that their 
lines to the West were congested with coal and the assumption 
that coal is coal. They, therefore, placed an embargo on the 
district farthest east and allowed the coal from districts west 
of the New River to go forward without restraint, at least with- 
out such complete stoppage as had been placed upon the prod- 
uct of the New River field, so as to afford themselves an oppor- 
tunity to dispose of the accumulation which was due, in part, 
they said, to the inability of connections to take the traffic 
offered, and in part to the disabilities of the originating carrier. 

The operators did not question the accuracy of the allega- 
tions of fact brought forward by the operating officials. Their 
point was that they should have opportunity to market some 
of their coal in the markets where the demand for domestic 
sizes of the so-called smokeless coals is greatest on account of 
the small supply of anthracite that is reaching such markets. 
The embargo, they pointed out, forced them to depend upon 
demand to the East, where the supply of anthracite was both 
actually and relatively greater on account of their shorter dis- 
tance from the hard-coal fields. They suggested they should 
be allowed to take pot luck in the matter of the railroad com- 
pany’s facilities to the West and not wholly excluded. 

The railroad side of the matter was presented by W. L. 
Booth, superintendent of transportation, and W. C. Hull, assist- 
ant to the vice-president in charge of traffic. For the operators 
representations were made by M. L. Garvey, C. E. Tissue, J. B. 
Clifton, E. E. Williamson and E. H. Scott. 


LOCATION OF FREIGHT CARS 
The semi-monthly bulletin of percentages of freight cars 


on line to ownership as of October 1, issued by the car service 
division of the American Railway Association, shows the fol- 
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lowing: Eastern district, 100.4 as against® 97.8 a year 
Allegheny district, 102.7 as against 98.6 a year ago; Fb Bho al 
district, 85.3 as against 88.3 a year ago; Southern district, 95.3 
as against 97.1 a year ago; Western district, 98.5 as against 
— std ago; = districts, 98.8 as against 98.6 a year ago; 
an roads, 89.4 as against 96.1 a year ago; Mexic. ' 
was _ figure for year ago). . _ 
e per cent of home cars on home roads as of Octobe 
was 50.7. By classes of equipment the percentages were & 


follows: Box, 38.4; refrigerato A; : . 
flat, 66.9. cerator, 65.1; gondola, 68.6; stock, 65.4; 


GREAT NORTHERN WANTS CARS BACK 


The Trafic World Washington Bureau 


The Great Northern, October 19, petitioned the Comm 
to exercise its emergency car service power by issuing an eg 
without notice or hearing, requiring its connections to return, 
at the earliest possible time, box refrigerator and stoek cars 80 
as to enable it to haul grain, fruit, vegetables, live stock, lum- 
ber and coal that are being offered in greater quantities than 
can be handled, because they have not returned its cars. Among 
other things, it said it was not able to haul more than 25 per 
cent of potatoes offered and that 251 elevators along its lines 
were clogged so as to compel farmers, altheugh threshing is 
not more than 90 per cent complete, to store their grain on the 
ground without protection. It has about 93 per cent of owner- 
ship of cars on line. The shortage is so great that mines on 
its rails are producing only from 65 to 75 per cent of capacity 
notwithstanding its efforts to obtain equalization of equipment. 
It said it was losing about 300 cars a day. 

The Commission refused to issue an order as requested, but 
set down the petition for hearing October 24, although the car- 
rier said that if an order were not issued, the Commission would 


— embargo shipments on that road and disaster would 


CAR SURPLUS AND SHORTAGE 


An increase of more than 10,000 cars in the aver. i 
shortage of freight cars was reported for the period sv odlerwed 
30-October 8 as compared with the preceding period, the total 
being 141,252 cars as against 130,325 in the period September 
23-30, according to the weekly compilations of the car service 
division of the American Railway Association. The average 
daily surplus dropped from 6,593 cars in the period September 
23-30 to 5,500 cars in the period September 30-October 8. 

The average daily shortage was made up as follows: Box, 
68,821; ventilated box, 941; auto and furniture, 1,301; total box, 
71,063; flat, 6,429; gondola, 24,358; hopper, 16,141; total, all coal 
40,499; coke, 498; S. D. stock, 15,590; D. D. stock, 1,887; re. 
frigerator, 4,791; tank, 11; miscellaneous, 484; total, 141,252. 

The average daily surplus was made up as follows: Box 
a _" yr —— Lig hopper, 2,293; all coal, 3,024; coke, 

> &. D. stock, 25; D. D. stock, 36; refri : . 
miscellaneous, 1,315; total, 5,500. —— 


CONDITION OF CARS 


“Reports received by the car service division of the Amer- 
ican Railway Association show that 32,929 fewer freight cars 
bagel aggeny rs age on October 1 than on July 1 last, when 

e of railway shopmen began,” 
erence By p 4 the association announced 

“The total number in need of repairs on October 1 was 291, 
654, or 12.8 per cent of the cars on line. This was a decrease of 
12,894 cars compared with the number in need of repairs on 
—!, 15, at which time the total was 304,548, or 13.4 per 


“On October 1 last year, 364,372, or 15.8 per cent, were in 
need of repairs. 

“Of the total number in need of shop work, 230,565 require 
heavy repairs, while 61,089 require only light repairs. This is 
a decrease compared with September 15 last of 11,114 in the 
number requiring heavy repairs, and a decrease of 1,750 in the 
number needing light repairs. 

“Every district reported a decrease in the number of cars 
in need of repairs on October 1 compared with September 15.” 


FRUIT AND VEGETABLE SHIPMENTS 


“During the week ending October 14 the carlot movement 
of 14 leading fruits and vegetables was 26,850 cars, or about 
the same as for the previous week, and about 3,000 cars less 
than during the same week in 1921,” the Bureau of Agricultural 
Economics, Department of Agriculture, said in its weekly market 
review and summary of carlot shipments under date of October 
17. “Shipments of potatoes and apples increased, but all other 
lines showed steady or lighter movement.” 


The totals from the weekly summary of carlot shipments 
follow: 











Totals for week and season are regularly subject to revision be- 
cause of the receipt of late and corrected reports from the railroads. 
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DALLAS, TEXAS 


Distribution and Warehousing 


The Inter-State Forwarding Company 


Package Cars to Mexico 


ee ee out of Dallas to Laredo for 
Mexican points. Goods consigned in our care will reach this car. 
We Specialize on Distribution and Storage 
of Merchandise of All Kinds 
OUR SERVICE IS PROMPT. OUR RATES REASONABLE 


We maintain a rate bureau. Freight rates furnished 
upon application. Correspondence solicited. 


INLAND MARINE CORPORATION 


Low All-Water ter Freight Rates 
The New York State _Barge Canal Route 


New York Harbor Points 


Buffalo, N. Y. Detroit, Mich. 
Cleveland, Ohio Duluth, Minn. 
Chicago, Ill. Minneapolis, Minn. St. Louis, 


and 
Points in the Same Rate Territories 


COMPANY’S were y’ 
NEW YORK CITY, 15 Moore St. . . « « 
BUFFALO, N. Y., 522 Ellicott Square 
MINNEAPOLIS, 2 20 Builders’ nge 





TACOMA, WASH. 


Whitworth Transfer & Storage Co., Inc. 


POOL-CAR-DISTRIBUTORS 


FOR POINTS IN PACIFIC NORTHWEST 


MERCHANDISE STORAGE 


NO SWITCHING CHARGE ON CAR LOAD LOTS 


Write for eres - Schedule of Comparative Class ~wpeed Applying 
© Principal Points in Pacific Northwes 





Consider our facilities for handling 
your shipments to and from : 


CALIFORNIA 


Full information and 
Descriptive Pamphlets mailed on request 


PUBLIC WAREHOUSES AND DOCKS 
SAN FRANCISCO, SACRAMENTO AND STOCKTON 


Associated Terminals; 


General Offices: 324 Sansome Street, San Francisco 


GENERAL STORAGE 


POOL CARS 
DISTRIBUTION 
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New York-Baltimore-San Francisco 


P. 
at M San Jose de Guat Corinto, Canal 
me Fran, bal eee Necidlt New Yoh ni tsa 





wet Phila- 
fees York more delpia Norfolk 


eeeeee a eeeee 


Thereafter every "io — 


eereee 8 eeeeee 


OFFICES: 
Seattle ....... Hoge Building Norfolk . - Southgate Fwd. & Stg. 
Baltimore . Continental Building Cleveland... . Bidg. 
Pittsburgh ...... Century Bidg. 
PANAMA SERVICE 
Between San Francisco, Les Angeles, ana ay America and Canal Zone 
S.S. SAN JUAN sails from San i SSnaenen Now. 7 
and Sailings about every 22 da 


ys thereaf 
PACIFIC I MAIL "S. Ss. COMPANY 
10 Hanover ag? New York 508 Colterets St., —_ Francisco 
St., Alexandria Hotel, Los 


“The Sunshine Belt to the Orient” 


TRANS-PACIFIC SERVICE 
San Francisco to Honolulu, Yokohama, Kobe, Shanghai, 
Hongkong and Manila 


P, r and Freight Sailings by New and Luxurious U. S. 
i Liners: . 


Shipping 
S.S. President Wilson (coor st.) . Sails Nov. 2 
sails Nov. 16 


S.S. President Taft . 


-§.S. President Lincoln ig oat sails Nov. 30 


S.S. President Pierce : . Sails Dec. 14 
nd every 14 days ter 
Through bills of lading issued to and from points beyond ports of call 
For rates and other information apply to any railroad or tourist agency, or to 
PACIFIC MAIL STEAMSHIP Co. 
506 California St., San Francisco 10 Hanover Square, New York 
603 So. Spring St., Alexandria Angeles 


Managing Agents: U. S. SHIPPING BOARD 


ra “Ship lew Water” 


PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco, 
Portland, Seattle and Tacoma 


New York, ‘Belttinore 
Norfolk, vi 


Ports, W: 
For rates, Dates of Sailing and other information apply to 


WILLIAMS STEAMSHIP CO., | Inc. 


Moore and Water Streets, New York Telephone, Bowling Green 7394 
Ma. Phila P P tt) 
Bakionsre, ite | a. in! a. Coe hie 


itineraries 
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Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 
Tuesday,’ October 17, 1922. 
Week Week Previous Total Total 
Oct.8-14 Oct.9-15 week this : last Total 
inc. this inc. last this Season to Season to last 
Season Season Season Oct. 14,Inc. Oct. 15, Inc. Season 








Boxed Apples— 
MEG GE cacvees 2,993 5,690 2,602 10,134* 19,878 56,313* 
Barreled Apples— 
: | ear 4,147 3,252 3,971* 23,821* 16,875 32,138 
Cabbage— 
2. ABA 1,328 1,503 1,328* 24,533* 19,847 30,993 
Cantaloupes— 
OO Ore 203 61 384 29,900* 25,512 25,572 
Cauliflower— 
. ane 90 105 51 295 415 4,335 
Celery— 
ee 159 381 226* 6,492* 5,805 11,642 
Grapes— 
ee 6,026 3,918 6,414* 35,086* 29,243 37,203 
Lettuce— 
Totes... Hts. vis 309 203 265 20,440* 17,375 18,300 
Lettuce (new crop)— 
California 
begins Oct. 1... 44 116 25 69 222* 10,282 
Mixed Vegetables— 
SIs @: 6:0: e:t. tino 383 398 446 15,840* 12,931 15,566 
Onions— 
ee 842 610 1,227* 16,413* 13,705 20,777 
Peaches— 
Es Fecsccees 432 2 685 35,987* 27,279 27,300 
Pears— 
che adameis 1,061 355 1,303* 16,340* 11,949 12,822 
Sweet Potatoes— 
ee 826 980 822* 7,366* 6,960 19,279* 
Tomatoes— 
ME haiGin ae aad 294 205 342* 24,698* 16,402* 17,204 
Watermelons— 
Se 23 14 50* 45,869* 46,456* 46,463 
White Potatoes— 
Leading Sections: 
Late crop..... 7,164 11,601 6,003 39,888 56,385 185,369 
Other Sections: 
Late crop..... 526 237 661 22,008 16,430 20,324 
Early crop ..... Seeds Geeer-  sopeun 40,742 32,409 32,558 
_ ee 7,690 11,838 6,664* 102,638*  105,224* 238,251* 


*Includes all delayed and corrected reports received to date. 


In the report in The Traffic World of October 14 the words 
“White Potatoes“ were omitted before the words “Leading Sec- 


tions” and the figures given below those words related to potato 
shipments. 


CURTAILMENT OF LUMBER MOVEMENT 


“Lumber shipments normally fall off in the fall in response 
to the annual seasonal demands of agricultural commodities and 
coal on the transportation agencies,” says the weekly lumber 
movement bulletin of the National Lumber Manufacturers’ Asso- 
ciation, “but the recession is marked this year by peculiar con- 
ditions. These conditions include heavy crops, urgent coal for- 
warding and a sudden expansion of industry generally. Conse- 
quently no great commercial significance. is to be attached to 
the reduction in the volume of shipments and orders as reported 
by 368 mills of eight regional softwood lumber associations for 
the week ending October 7. Even the fact that both shipments 
and orders reveal a considerable decline as compared with the 
same week in 1921, is in no way discouraging. 

“On the contrary, that production is keeping well up with 
the high levels of last May and is about a third larger than at 
this time a year ago, should be reassuring to the industry and 
to the public. Larger production is permitting the replenish- 
ment of mill stocks and the reduction of the still large excess 
of accumulated orders. All of this tends to prevent a runaway 
lumber market, though there will undoubtedly be some resultant 
restriction of building activity, and there is much business em- 
barrassment and disappointment to the lumber shippers in the 
districts most affected by deficient railway transportation, and 
to their customers. 

“The following is a comparison of the lumber movement 
statistics by board feet for the past and the preceding week: 


Production Shipments Orders 
Week ending Sept. 30 (358 mills)....231,699,138 194,489,539 193,749,146 
Week ending Oct. 7 (368 mills)...... 232,067,062 175,555,822 181,588,122 
Bees OE, Tice cawesaiccesectceess *367,924 18,933,717 12,161,024 
*Increase, 


“Compared with the same period last year the current 
weekly figures show a gain of 59,925,098 feet in production and 
a decrease of 13,247,064 in shipments, and 40,048,762 in orders. 

“For the first forty weeks of 1922, as compared with the 


same weeks last year, for the reporting mills of eight associa- 
tions the figures are: 


Production, Ft. Shipments Orders 
nck sie canons Gene tn 8,550,738,430 8,270,716,846 8,787,895,552 
Be 640s penek bevccdebedes 6,143,416,788 6,162,295,749 6,382,792,651 


1922 InC....ccccsccccecces 2,407,321,642 2,108,421,097 2,405,102,901 


“For all eight associations, shipments were 76 per cent, and 
orders 78 per cent of production during the past week, though 
on the west coast, where a substantial part of the production 
moves by water, shipments and orders were practically in line 
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with increased production. The five associations of mills re- 

porting normal production for this week, including 336 of the 

368 mills mentioned above, report. actual production as 98 per 
shi 2 


cent of normal, equivalent. to 73-and orders to 
74 per cent of normal production.” 


FREIGHT ACCUMULATIONS 


Freight car accumulations as of October 6 totaled 68,663 
as against 72,656 on September 29 and 80,320 on September 22, 
according to the summary of freight accumulations issued by 
the car service division of the American Railway Association, 
The accumulations as of October 6 were made up as follows: 
Connections unable to accept, 4,935; consignees unable to ac- 
cept, 1,415; disability reporting road, 52,812; for reconsign- 
ment, 2,701; held for billing, 601; embargoes, 2,313; domestic 


and contract piers, for floating, 500, and export and coastwise, 
3,386. 


SHIPMENTS OF MILL CINDER, ETC. 


In Supplement 7 to Circular CSD-114, the car service division 


of the A. R. A. informed members of the following ruling of the 
Commission: 


Division five Interstate Commerce Commission has ruled that no 
objection will be interposed to the movement of mill cinder and mill 
scale for furnace use when moving in open top cars under the same 
conditions as fluxing stone for furnaces. Please be guided accordingly, 


REVENUE TRAFFIC STATISTICS 


Freight revenue in July totaled $298,322,587 as compared 
with $313,454,812 in July, 1921, and $2,157,428,726 in the seven 
months ended with July, as compared with $2,177,493,181 in the 
same period of 1921, according to revenue traffic statistics com- 
piled by the bureau of statistics of the Commission from 166 
reports, representing 180 steam roads, exclusive of switching 
and terminal companies. 

Revenue tons carried in July totaled 138,823,000 as compared 
with 132,150,000 tons in July, 1921, and 941,318,000 tons in the 
seven months as compared with 910,816,000 tons in the same 
period of 1921. 

Revenue per ton-mile averaged 12.09 mills in July as com- 
pared with 12.34 mills in July, 1921, and 12.18 mills in the seven 
months as compared with 12.64 mills in the same period of 1921. 

Passenger revenues totaled $100,501,533 in July as compared 
with $108,634,085 in July, 1921, and $603,265,291 in the seven 
months as compared with $683,369,295 in the same period of 1921. 

Revenue passengers carried totaled 84,121,000 in July as 
compared with 90,841,000 in July, 1921, and 559,140,000 in the 


seven months as compared with 617,879,000 in the corresponding 
period of 1921. 


LIVE STOCK RATE HEARING 


Hearing in Docket 13965, Chicago Live Stock Exchange vs. 
Director-General, Canadian Pacific Railway, et al., was held be 
fore Examiner Carter in Chicago Oct. 20. The cause is an appeal 
for reparation by the Live Stock Exchange for alleged unreas- 
enable and prejudicial rates charged Walters and Dunbar, live 
stock commission agents, for shipment of 28 cars of live stock 
from Calgary, Okotoks, and Cayley, Alta., to Chicago in Decem- 
ber, 1918. The complainant charges that the rates of 98.5 cents, 
$1.01 and $1.02, respectively, which were charged were in viola- 
tion of sections 1, 2, 3, and 15 of the interstate commerce act and 
of section 10 of the federal control act in that they exceeded 89.5, 
92, and 93 cents per 100 lbs., respectively. 

Witnesses for the complainant stated that the difficulty was 
caused by an embargo placed by the Canadian Pacific Railway on 
sending Canadian cars into the United States because the Rail- 
road Administration was slow in returning the cars. This made 
it impossible to ship direct from Calgary to Chicago and necessi- 
tated a change of billing at So. St. Paul. The complainant said 
it was the practice of the Director-General to refuse to allow the 
shippers to determine their own routing, and that as a result of 
this, the cars in question were routed over the C. & N. W. from 
St. Paul to Chicago, thus making an application of the through 
rate from Canada via the Soo Line impossible. The complainant 
contended that, in shipping the cars‘over the C. & N. W. and 
charging a combination of local rates, the Director-General made 
an overcharge amounting to $287.34 on one statement and $435.45 
on the second statement. 

The witness for the defendant stated that, since the shiP- 
ment was made to St. Paul and then rebilled to Chicago in al 
other consignor’s name, the two shipments were independent of 
one another and the local rates had to be charged. The com 
plainant admitted that the embargo of the Canadian Pacific made 
rebilling necessary at St. Paul by the agent of the Chicago com 
mission company. Charges from Canada to St. Paul were paid at 
St. Paul, and charges from St. Paul to Chicago were paid at 
destination. 

The representative of the Director-General made formal ob 
jection to the consideration of the case by the Commission 
the grounds of lack of jurisdiction. Examiner Carter set No- 
vember 20 as the date for the filing of briefs. 


| 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 
Company Not Suable for Loss of Goods During Federal Control: 

(Supreme Judicial Court of Massachusetts, Suffolk.) An 
action for the alleged loss of goods shipped by freight while 
the carrier was under federal control should be brought against 
the Director-General of Railroads.—Aetna Mills vs. Davis, Agent, 
136 N. E. Rep. 380. 

Federal Agent Properly Substituted in Action Against Carrier: 

Under federal control act, sec. 10 (U. S. Comp. St. 1918, U. S. 
Comp. St. Ann. Supp. 1919, sec. 311534j), and transportation act, 
sec. 206, the agent designated by the Prebident thereunder may 
properly be substituted as defendant in an action brought against 
a railroad company after the termination of federal control, for 
the loss of goods shipped by freight while the railroad company 
was under federal control.—Ibid. 

Substitution of Federal Agent in Action Against Railroad Author- 
ized by Local Practice: 

Under G. L., c. 231, sec. 51, relative to amendments with 
respect to parties, and sec. 138, specifying when a cause of 
action shall be considered the same as that for which the action 
was brought, the substitution of the agent for the President in 
an action brought against a railroad company for the loss of 
goods shipped during federal control was in accordance with 
the local practice.—Ibid. 


BILLS OF LADING 


Where Purchaser of Wheat on Track Deposited Drafts with Bills 
of Lading Attached in Bank and Received Credit Subject to 
Check, Title to Wheat Passed to Bank: 

(Supreme Court of Kansas.) One who purchases certain 
cars of wheat on the railroad track, procures shippers’ orders 
bills of lading to himself as consignor and consignee, and draws 
drafts on certain grain companies for the price of the wheat, and 
indorses such bills of lading and attaches them to the drafts and 
deposits the same in the bank, and receives credit therefor sub- 
ject to check, thereby passes the title of the wheat to the bank.— 
Burdg vs. Scott et al., 208 Pac. Rep. 668. 

-Bank Held Bona Fide Holder of Bills of Lading and Drafts At- 
tached Unless in Receiving Paper It Acted in Bad Faith: 

In order to preclude a bank in the situation indicated by 
the foregoing paragraph from being a bona fide holder of such 
bills of lading and drafts attached, it must, in the transaction 
by which it received such paper, have acted in bad faith.—Ibid. 
Bank’s Knowledge that Indorser of Bills of Lading with Drafts 

Attached Frequently Overdrew and Was Insolvent Did Not 

Make It Guilty of Bad Faith in Accepting Such Paper: 

The facts that such indorser of the bills of lading with the 
drafts attached was a regular customer of such bank and had 
been frequently overdrawn for some time, and that the bank 
knew or had reason to believe that he was insolvent, would not 
make the bank guilty of bad faith in accepting such paper.—Ibid. 
Erroneous Instruction Held Ground for Reversal, Notwithstanding 

Findings of Jury: 

Although the findings of the jury were to the effect that the 
paper referred to was received by the bank for collection, and 
not placed to the credit of the indorser, still the refusal of the 
court to give properly requested instuctions touching the good 
faith of the bank in receiving such paper was error, and the 
erroneous instruction given must be deemed to have had the 
effect of coloring the verdict of the jury, and therefore prevented 
the bank from having a fair trial.—Ibid. 

Testimony as to Conversation Between Parties After the Trans- 
action Held Admissible on Issue as to Whether Bank Took 
Paper in Good Faith: 

Certain conversations between the parties subsequent to the 
transaction touching the receipt of the bank of the paper already 
referred to held competent.—Ibid. 


On Motion for Rehearing 
“Innocent Purchaser” Defined: 

An “innocent purchaser” is one who by an honest contract 
or agreement purchases property or acquires an interest therein, 
without knowledge or means of knowledge sufficient to charge 
him in law with knowledge of any infirmity in the title of the 
seller (Citing Words and Phrases, Innocent Purchaser).—Ibid. 
Transferee of Bill of Lading in Usual Course of Business a Bona 

Fide Holder in Absence of Showing of Bad Faith: 

Transferee of bill of lading who takes it in the usual course 
of business becomes a bona fide holder thereof in the absence 
of a showing of bad faith.—Ibid. 

Ordinarily Assignee of Bill of Lading Paying Accompanying Draft 
to Full Value of Goods Becomes Bona Fide Holder: 

(Supreme Court of Oklahoma.) Ordinarily where a bank 
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takes an assignment of a bill of lading, and pays the accompany- 

ing draft of the shipper to the full value of the goods described 

in the bill of lading the bank becomes a bona fide holder, and 
no attachable interest in the goods or proceeds thereof remains 
in the shipper—First & Old Detroit Nat. Bank. vs. Holloman 

et al., 208 P. Rep. 791. 

Bank Could Charge Back to Shipper’s Account Amount of Draft 
Indorsed to Bank as Collecting Agent on Non-payment 
Thereof: 

Where the drawer of a draft indorses it to a bank and trans. 
fers to the bank an accompanying bill of lading and receives 
credit on his account with the bank for the amount of the draft, 
the bank has a right as a matter of law to charge back to the 
account of the drawer the amount of the draft if not paid, and 
if it was the intention of the parties at the time the draft was 
deposited and the bill of lading assigned that the bank was act- 
ing only as the collecting agent of the drawer of the draft, such 
bank, by reason of the assignment of the bill of lading, would 
have a lien on the property described in the bill, and such prop- 
erty would not be subject to attachment until the bank had 
received the money advanced.—Ibid. 

Property Described in Bill of Lading Transferred to Bank on 
Which Bank Has Lien for Amount of Draft Credited to Ship. 
per, Not Subject to Attachment by Shipper’s Creditors: 
Record examined, and held, that the interpleading bank was 

in possesion of the property in controversy, and that the prop- 

erty was not subject to the attachment of the plaintiff.—lIbid. 
TELEGRAPHS AND TELEPHONES 

Third Person’s Interest Shown by Message: 

(Court of Civil Appeals of Texas, Galveston.) A telegram 
stating that, “unless Haynes loan is retired previously, will sell 
collateral 10 o’clock Wednesday, November 4,” sent on Novem- 
ber 3 by a bank, a pledgee of corporate stock, to a bank which 
had agreed to advance money to pay off the pledgor’s note and 
redeem his stock, held sufficient to put the telegraph company 
on notice that failure to make timely delivery would probably 
result in a sale of the stock at a loss to the pledgor.—Western 
Union Telegraph Co. vs. Haynes, 243 S. W. Rep. 701. 

Evidence Held to Show Delay Caused Forced Sale of Collateral: 
Evidence held to show that, if a telegram sent by a bank, a 

pledgee of corporate stock, to a bank which had agreed to ad- 

vance money to pay off the pledgor’s note and redeem his stock, 
had been delivered with reasonable promptness, a forced sale 
of the stock at a loss would have been prevented.—Ibid. 


HEARING IN §&. P.-C. P. CASE 


The Trafic World Washington Bureau 


The Commission has assigned the application of the South- 
ern Pacific for permission to acquire control of the Central Pa- 
cific for hearing in Washington, November 21. 

The Southern Pacific has applied to the Commission for 
permission to acquire control of the Central Pacific by means 
of a lease, to run to 1984, or until the Commission passes upon 
the question where the Central Pacific shall be placed in its 
scheme of railroad consolidation, and by stock ownership. The 
lease under which the Southern Pacific now controls the Central 
Pacific runs until 1984. 

The application, signed by Julius Kruttschnitt, as chairman 
of the executive committee, was presented by Elmer Schlesinger, 
former counsel] for the Shipping Board, and Fred H. Wood, 
attorneys for the company. They said the control for which 
application had. been made was temporary in character, in that 
it was subject to be terminated by order of the Commission 
when and if it found the control to be inconsistent with its plan 
of consolidation. They said its object was to prevent the im 
mediate disintegration of one of the greatest systems in the 
country, and pointed out that in its tentative plan for the con- 
solidation of railroads the Commission was of the opinion the 
Central Pacific should be controlled by the Southern Pacific. 
They said the relief sought was not antagonistic to the mandate 
of the Supreme Court or in conflict with anything decided by 
the court, because it was based on the transportation law, 
passed six years after the suit for separation of the two rail 
roads was begun. 

The lease the Southern Pacific desires to make would be 4 
new one, because the old one is one of the agencies of consoli- 
dation condemned by the Supreme Court as repugnant to the 
Sherman law. Relief from the terms of that law, the Southerl 
Pacific contends, can and should be granted by the Commission, 
the Supreme Court having no power to administer the tran& 
portation act, its power being confined to passing on its validity 
if and when challenged. 

Filing of the application brings before the Commission the 
fight that has been brewing ever since the decision of the su 
preme Court in the dispute between the Southern Pacific and 
the Union Pacific for control of the Central Pacific. 

In a summary of the terms of the lease of the Central Pa: 
cific, desired by the Southern Pacific, prepared by attorneys for 
the Southern Pacific, the latter said: 


The Southern Pacific Company today (October 17) filed an appli- 
cation with the Interstate Commerce Commission to acquire con 
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of the Central Pacific by lease and stock ownership pending the 
determination of the proceedings now going on before the Commission 
for the consolidation of the railroads of the country into a limited 
number of enlarged systems. The control applied for is temporary in 
character, in that it is subject to be terminated by order of the 
Commission when and if found to be inconsistent with the plan of 
consolidation, which Congress has directed the Commission to make. 
The Serceice is based on peeyimors of the Transportation Act, 
1920, which give the Commission power to authorize one carrier to 
acquire control of another by lease or stock ownership, whenever it 
finds that such control is in the public interest, and which expressly 
exempt a control, so authorized, from the provisions of the Sherman 
act. Its object is to prevent, by resort to this later act of Congress, 
immediate dismemberment of the Southern Pacific System, which 
would otherwise result from the recent decision of the Supreme Court, 
and to preserve the status quo pending an orderly determination and 
promulgation by the Commission of its final plan of consolidation. 

The relief sought from the Commission is not antagonistic to the 
mandate of the Supreme Court or in conflict with anything decided 
by that court. The ultimate object of the mandate is to create a 
situation in harmony with law. The only remedy the Sherman law, 
considered alone, provides is to tear the properties apart. But the 
transportation act empowers the Interstate Commerce Commission to 
legaltize the control of the Central Pacific by the Southern Pacific, if 
it finds that to be in the public interest. Hence the purpose of the 
petition to the Commission is to prevent a separation of the properties, 
with the harmful consequences which will result, until the Commission 
can determine whether it is in the public interest for it to bring about 
a condition in harmony with the law by authorizing for the present a 
reacquisition by the Southern Pacific of control of the Central Pacific 
and afterwards by authorizing the consolidation of the two companies. 

The application first calls attention to the recent decision of the 
Supreme Court of the United States based on the Sherman act. It 
shows further that the suit under the Sherman law was begun, tried, 
and the record closed before the passage of the transportation act, and 
that the later law was not mentioned in the decision of the Supreme 
Court. It cites the provisions of the transportation act that empower 
the Commission to authorize a control by one carrier over another or 
a consolidation of one carrier with another in cases where, without the 
Commission’s authority, such control or consolidation would fall 
within the condemnation of the Sherman law. It is shown that such 
provisions of the later law manifest a radical change in the legislative 
policy of Congress in respect of the application of the Sherman law 
to the railroads of the country; and they 

“Show a belief on the part of Congress that there may be com- 
binations of railroads that are in the public interest but are not 
legally possible under existing anti-trust legislation, and an intention 
to afford a means of permitting or rendering lawful a control or com- 
bination of railroads which in the opinion of this Commission is in 
the public interest but whose creation or continuance is prevented by 
the operation of the Sherman or other similar laws. Congress has 
made this Commission the sole judge of all questions of public interest 
which may arise under its administration of the above referred to 
provisions of the transportation act.”’ 

The application then proceeds to state that the decision of the 

Supreme Court— 
“leaves this Commission free to exercise the powers and to perform 
the duties conferred or imposed by the transportation act. And it is 
without prejudice to the right of applicant to acquire lawful control 
of the Central under the later law, to the extent deemed by this 
Commission to be in the public interest, to the end that the relations 
between applicant and the Central may be brought into harmony with 
the existing policy of the law.”’ 

The application sets forth at length the reasons why it is in the 
public interest that the acquisition of the control applied for should 
be authorized and the consequences of an attempt forthwith to tear 
apart the interlaced and interdependent properties of the Central 
and the Southern Pacific avoided, pending the orderly determination 
and consummation of the Commission’s plan of consolidation. 


In this connection the history of the origin and growth of the 
Southern Pacific System, with the Central Pacific always as a part 
thereof, is set forth from the beginning in 1870. It is alleged that in 
the course of this fifty years of system development railroads have 
been constructed, terminal facilities located and provided, equipment 
for the whole supplied, operating divisions and methods established, 
routes and channels of traffic created, all for a single united railway 
system, without regard to corporate ownership of the different parts, 
the result being the creation of a transportation service of unexcelled 
efficiency and economy of operation with which the communities 
thereby served are well satisfied. 

The physical consequences of a separation of the properties at the 
present time are thus set forth in the application: 

“Independent operation of these lines would result in the creation 
of approximately twenty new junction points between two independent 
carriers; the breaking up of train service, freight and passenger; the 
dislocation of division terminals, shops and other facilities; the dupli- 
cation of facilities involving expenditures runnng into many millions 
of dollars; the disruption of an operating organization and a system, 
all parts of which are now working as an harmonious unit, and the 
substitution of two fragmentary railroad systems to perform the 
service which for more than fifty years has been efficiently performed 
by a single sytem. There would be created in place of the present 
unified system, each part designed to operate with every other part, 
two systems neither of which was constructed as a separate system 
and neither of which could give the public the satisfactory and efficient 
service which is being rendered by the existing single system. 


By reason of the foregoing, applicant alleges that the public ser- 
vice now rendered by these lines will be greatly impaired and the cost 
thereof will be greatly enhanced unless the applicant is permitted 
to acquire lawful control of the lines of the carrier to the extent and 
by the means proposed herein.”’ 


It is alleged that the financial interrelations of the Central and 
Southern Pacific are no less extensive and involved than their physical 
interrelations. The financial complications and the difficult financial 
problems necessarily attendant upon the separation of the properties 
are set up as an additional reason why it is in the public interest that 
such separation should be postponed, by the exercise of the invoked 
powers of the Commission, until the issue in the pending consolidation 
procesnngs determines whether the Central Pacific is to be grouped 
with the Southern Pacific or with some other system. In this connec- 
tion it is shown that the Southern Pacific is the guarantor of the 
four outstanding bond issues of the Central Pacific, appregating over 
$150,000,000, and that to secure the interrelated obligations of the two 
companies the Southern Pacific had pledged and deposited with 
trustees not less than $150,000,000 of stocks and bonds owned by it. 

Referring again to the pending consolidation proceedings it is 
stated in the Commission’s tentative plan the lines of the Central 
Pacific are grouped with the Southern Pacific, while in the alternative 
Ripley plan a part of the Central Pacific lines are grouped with the 
Union Pacific, but that in no rational plant of consolidation is it likely 
that the operation of Central Pacific as a separate, independent unit 
will be provided for. If, however, the Commission does not grant the 
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Southern Pacific authority to acquire lawful control of the Central 
Pacific, of the provisional character prayed for, the necessary result 
will be the enforced tearing apart of lines operated for fifty years as 
interdependent and complementary parts of a single system, and the 
inauguration of a temporary independent separate operation of the 
Central Pacific lines, pending the promulgation of the Commission’s 
final plan of consolidation. There would thus be brought about the 
evil effects of a separatian, described in the foregoing parts of the 
application, intensified and rendered more unjustifiable by the tempo- 
rary character of such independent operation. The petition therefore 
asks for a temporary continuance of the present unfied service, with 
which in preceding part of the petition it is alleged that the com- 
munities served are well satisfied, until the Commission shall have 
opportunity to determine the proper placement of the Central Pacific 
in its final consolidation plan. 


Speaking about the application of the Southern Pacific for 
authority to control the Central Pacific by lease and stock own- 
ership, Messrs. Wood and Elmer Schlesinger, attorneys for the 
Southern Pacific, said: 


This law (transportation act) contemplates such consolidations in 
accordance with a plan to be prepared by the Commission and also 
authorizes the Commission to permit control of one railroad by 
another through lease or stock ownership, whenever found by the 
Commission to be in the public interest, and expressly exempts the 
carriers involved in either case from the provisions of the Sherman 
anti-trust act. The recent decision of the Supreme Court in the 
Southern Pacific case was made in a case begun under the Sherman 
act seven years before the passage of the transportation act, and 
merely decides that the existing control of the Central Pacific by the 
Southern Pacific is contrary to the Sherman act. It did not and could 
not pass upon the provisions of the transportation act, which is no 
where mentioned in the decision. The company’s action today, in 
instituting proceedings under the new law in the manner and before 
the tribunal provided by Congress for the execution of a later statute, 
is therefore in no way in conflict with anything decided by the court. 

The transportation act constitutes a radical change in the legis- 
lative policy of Congress towards the railroads of this country and 
endeavors to eliminate the problem of the weak and the strong roads 
and at the same time to prevent ruinous and wasteful competition. 
It is self-evident that the consolidation of all existing railway prop- 
erties into approximately twenty systems could not be accomplished 
if the Commission were to be controlled by the prohibitions of the 
Sherman act. The wide departure between the policy of the old law 
and that of the new is shown by the fact that the Commission’s tenta- 
tive plan of consolidation, promulgated August 3, 1921, provides for 
the continued common control of the Reading Ry. and the Central of 
Jersey, which had been declared by the Supreme Court of April 26, 
1920, to be in violation of the Sherman law, for the common control 
of the Burlington and Northern Pacific, two of the companies whose 
common control was declared by the Supreme Court to be in violation 
of the Sherman law in the Northern Securities case, and for the 
consolidation of the Chicago, Milwaukee & St. Paul and the Great 
Northern R. R., although those two great systems are parallel and com- 
peting throughout. 


When the consolidation plan is completed the Central Pacific must 
of necessity be a part of one of the large consolidated systems. In 
the Commission’s tentative plan it is grouped with the Southern 
Pacific, while in the other plans proposed it has been grouped with 
other lines. The lines of these two companies have been developed 
and operated since 1870 as complementary and interdependent parts 
of a single system and as such have rendered service satisfactory to 
the Communities served by them. Independent operation of these 
lines would result in the creation of approximately twenty new junc- 
tion points between two independent carriers; the breaking up of train 
service, freight and passenger; the dislocation of division terminals, 
shops and other facilities; the duplication of facilities involving ex- 
penditures running into many millions of dollars; the disruption of an 
operating organization and a system all parts of which are now 
working as a harmonious unit, and the substitution of two fragment- 
ary railroad systems to perform the service which for more than fifty 
years has been efficiently performed by a single system. There would 
be created in place of the present unified system, each part designed 
to operate with every other part, two systems neither of which was 
constructed as a separate system and neither of which could give the 
public the satisfactory and efficient service which is being rendered 
by the existing single system. In no rational plan of consolidation may 
the Central Pacific be operated as a separate and independent unit. 
The confusion and hardship resulting from separation would therefore 
be intensified and rendered more unjustifiable by the temporary char- 
acter of the independent operation. The control applied for is tempo- 
rary in_character in that it is subject to be terminated by order 
of the Commission if and when found to be inconsistent with its plan 
of consolidation, and its purpose is to preserve the status quo until 
that vlan is promulgated. If, in the final, as in the tentative plan, 
these lines should be grouped together, the confusion and impair- 
ment of public service which would be brought about by a temporary 
independent operation will be avoided. If, on the other hand, the 
Commission should decide that the Central Pacific should be included in 
some other system no barrier to such disposition would result from 
favorable action on this application. 

The financial interrelations of these two companies are no less 
extensive and involved than their physical interrelations, and there 
are outstanding nearly$200,000,000 of interrelated obligations in con- 
nection with which stocks and bonds belonging to the parent company 
to the extent of approximately $150,000,000 have been pledged as 
security. It is no less important therefore in so far as the financial 
obligations of the two roads are concerned that the status quo be 
maintained until the final consolidation plans of the Commission 
are perfected. 


The Washington offices of the California Producers and 
Shippers Association issued the following statement relative to 
the Southern Pacific application: 


That the permanent separation of the Central Pacific and 
Southern Pacific railroads will restore to Califernia economic rail- 
road independence, is the statement made by Fred G. Atheart, 
western counsel of the Union Pacific Railroad Company. Athearn 
formally answered a statement by Fred G. Wood, general attorney 
for the Southern Pacific, in which was announced the filing of = 
application in Washington for a temporary lease of the Centra- 
Pacific lines pending the decision of the Interstate Commerce Com 
mission regarding consolidation plans for western railroads. of 

“It is claimed,” said Mr. Athearn, “that the carrying out f 
the Supreme Court decision, which decreed the separation of ce 
two roads, will result in disruption of service and inconvenient 
to the traveling and shipping public. That such disruption eat bo 
occur was specifically guarded against by the court manda 
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A HERE ARE SOME FACTS 
1 may 
retort PUBLIC IMPROVEMENTS 
_ The City of Los Angeles has expended on improvement of its waterfront $9,000,000.00, and has available 
order approximately $6,000,000.00. The United States Government has expended approximately $6,000,000.00 on 
S plas the breakwater, dredging and jetty work, with appropriations of nearly $1,000,000.00 available for further 
plan, Federal projects. 
se WHARVES AND PIERS 
e 
Sed | in Municipal wharves are of standard construction, 10,780 feet of wooden piles, creosoted, and deck, and 
t from 3,120 feet of reinforced concrete piles and deck. Private wharves total approximately 24,000 feet. 
mere TRANSIT SHEDS AND WAREHOUSES 
n boon The city owns and operates 5 transit sheds, having a uniform width of 100 feet, and a combined 
red. a8 length of 4,430 feet. There are also 585 feet of umbrella sheds. All are accessible by rail and paved roads. 
l 
nae RAILROADS 
mission All waterfront improvements are served on the same terms by the Santa Fe, Southern Pacific, Union 
Pacific and Pacific Electric Railway Companies through the Municipal Terminal System, which has approxi- 
-s and mately 25 miles of trackage. .. j 7 
ive t 
ie PILOTAGE ’ 
The port may be entered from the open sea in any weather. Pilotage is not compulsory. The easiest 
fic ont port to enter on the Pacific Coast. 
ic T 
heart Further information covering coal and oil facilities, 


stevedoring, handling, wharfage, storage, etc., 
will be promptly supplied upon application. 


The Board of Harbor Commissioners, Los Angeles, California 
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which states that the separation shall take place ‘in such manner 
that each line will be able to freely compete with the other to 
serve the public foe gee ae Inasmuch as the Southern Pacific 
now owns all of the stock of the Central Pacific it is manifest 
that the Fs peg asked for would not be in furtherance of the 
plan for dividing the railroads of the country into groups which 
shall be competitive with each other as commanded in paragraph 
4 of section 5 of the Transportation Act of 1920, wherein the duty 
- imposed on the Interstate Commerce Commission is set forth in 
these words ‘in the division of such railroads into such systems 


po og such plans competition shall be preserved as fully as pos- 
sible.’ 


“The Supreme Court of the United States has found and de- 
cided that the Southern Pacific Sunset Route is competitive with 
the Central Pacific. That such competition should exist and that 
such competition has been heretofore suppressed and throttled by 
the Southern Pacific the Supreme Court has definitely decided, and 


I submit that this decision of the Supreme Court was made in the 
public interest. 


“The United States District Court of Utah, which will proceed 
with separation of the Central and Southern Pacific Lines under 
the mandate of the Supreme Court, has very broad powers over 
the two roads and in the exercise of such powers must compel 
such joint and common use of rails and terminal facilities as will 
result in no disruption of service at all or inconvenience to the 
traveling or shipping public; to the contrary, it will reestablish 
compeniian, between the Central and Southern Pacific as intended 
by Congress, which competition will insure a quicker and more 
efficient movement of California products and will give to pro- 
ducers and shippers of the state two strings to their bow in the 
matter of rail transportation. It will insure to the producers and 
shippers now in non-competitive territory the same advantages 
enjoyed by those in competitive territory as to the prompt sup- 
plying of cars and equipment for handling their products.” 


CONSOLIDATION HEARINGS 


The Trafic World Washington Bureau 


In announcing that hearings in No. 12964, Consolidation of 
Railroads, would begin in Washington, November 17, before Com- 
missioner Hall and Examiner Healy, as to systems Nos. 14 and 
15, the Burlington-Northern Pacific and the Milwaukee-Great 
Northern, respectively, the Commission said it was expected that 
the main affirmative case in respect of each carrier involved, 
particularly the documentary evidence, would be presented in 
Washington. Opportunity, however, will be afforded at western 
hearings later for completing the record as to each carrier. 


The Spokane, Portland & Seattle, the Duluth & Iron Range, 
the Duluth, Missabie & Northern, the Green Bay & Western, 
and the Butte, Anaconda & Pacific, the Commission said, as 
well as other carriers not listed, could introduce all their evi- 
dence at the western hearings if that course proved more con- 
venient, and the Commission was so advised in advance. 

“The western hearings,” the Commission said, “will be held 
primarily to afford state commissions, communitied and the 
public an opportunity to present such evidence as they may de- 
sire, and, also, to cross-examine witnesses heard at the Washing- 
ton hearing, provided the Commission is so advised in season 
to enable it to arrange in proper case for the recall of witnesses 
for such subsequent cross-examination. The dates and places of 
the western hearings will be announced before the close of the 
Washington hearing.” 


HIGHWAY EDUCATION 


The Trafic World Washington Bureau 


Speakers on the program for the second national confer- 
ence on education for highway engineering and highway tras- 
port, to be held in Washington, October 26, 27 and 28, have 
been announced by the Highway Education Board. 

With $742,000,000 estimated as available for expenditure this 
year for construction and maintenance of the nation’s thorough- 
fares, and 10,500,000 automotive vehicles on the road, approxi- 
mately 400 educators, highway engineers, government officials 
and manufacturers of automotive vehicles and equipment will 
gather in Washington to discuss the best means of training men 
wisely and properly to expend and administer similar funds in 
years to come and to direct the use and replacement of these 
vehicles. 

Among the addresses will be one by Senator Harrison of 
Mississippi on “The Relation of Adequate Highway Transport 
Facilities to National Progress.” His address will open the 
conference October 26, in the New Willard Hotel. He will be 
followed by Major General Lansing H. Beach on the twin 
subject, “Relation of Adequate Highway Transport Facilities 
to National Defense.” These speakers will share the first ses- 
sion of the conference with Thomas H. MacDonald, chief of the 
U. S. Bureau of Public Roads, and E. S. Jordan, representing 
the National Automobile Chamber of Commerce, who together 
will discuss the subject “Highway Engineering and Highway 
Transport Fields and Their Need for Trained Men.” The final 
speaker of the morning will be Dr. C. F. Scott, Yale University, 
president of the Society for the Promotion of Engineering Edu- 
cation. His subject will be “Education for Leadership.” 

An international flavor will be given the conference by an 
address by A. W. Campbell, commissioner of highways, Ottawa, 
Canada, who will speak on “The Trend of Education for High- 
way Engineering and Highway Transport in Canada.” Of espe- 
cial interest to educators, for whom the conference was called 
primarily, will be addresses by T. R. Agg, professor of highway 
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engineering, Iowa State College, Ames, Ia., and Arthur H. 
Blanchard, professor of highway engineering and highway trans- 


»port, University of Michigan, Ann Arbor, Mich. They will dis- 


cuss the subject “The Trend of Education for Highway Engi- 
neering and Highway Transport in the United States.” 

_ An evening session is planned for the same day, a dinner 
at which Dr. John J. Tigert, U. S. commissioner of education, 
who also is chairman of the Highway Education Board, pre- 
sides. Among the speakers will be George M. Graham, Cleve. 
land, O., representing the National Automobile Chamber of 
Commerce, and Dean A. N. Johnson, college of engineering, 
University of Maryland. 

The conference will continue three days. Although it is 
planned largely for engineering educators who are concerned 
with the problems of revising courses of study for the young 
engineer planning to enter highway and automotive fields, there 
will be features of interest to laymen concerned in the proper 
costruction and financing of highways. An unusual feature of 
the conference will be an address by W. H. Lyford, vice-presi- 
dent of the Chicago & Eastern Illinois Railway. His subject 
will be “Co-operation Versus Competition Between Motor Truck 
and Railroad Transportation.” 


ANTHRACITE RATES ATTACKED 


The City of Newport News, by J. G. Hiden of Culpeper, Va., 
and Wilbur LaRoe, has prepared an attack upon the rates on 
anthracite coal, from mines in Pennsylvania to consumers in 
Newport News, as violative of the first and third sections. The 
prayer is for rates no higher than the carriers make to Norfolk 
to Richmond. The complaint, not docketed at the time this was 
written, is City of Newport News, Va., vs. the Baltimore & Ohio et 
al. Rates to Norfolk and Richmond are the same, namely, $3.40 per 
gross ton, via either Cape Charles or Potomac Yard, while the 
rate to Newport News is made by adding a proportional to the 
$3.40. The proportional is 90 cents, to be added to the all-rail 
rate to Richmond. 

It is alleged the railroads refuse to make rates to Newport 
News via Cape Charles and force it to use the all-rail rate 
through Richmond, while giving Norfolk the benefit of a rate 
through Cape Charles, although the distance to Newport News 
is less than to Norfolk and notwithstanding the fact that Nor. 
folk and Newport News are on the same harbor. The allegation 
is that they not only refuse to make reasonable rates to New- 
port News via Cape Charles, but to make any joint rates whatso- 
ever, on anthracite coal via Cape Charles, but compel the dealers 
and users of hard coal at Newport News to use the more ex- 
pensive all-rail route through Richmond. Newport News uses 
about 15,000 tons of anthracite annually, of which 3,000 tons 
come from Philadelphia by water. A further allegation is that 
the power system and gas works of Newport News, which here 
tofore have used about 7,500 tons of hard coal annually, have 
been forced, by the level of the freight rates to discontinue the 
use of anthracite coal. 

The railroads, in their tariffs, according to the complaint, 
maintain the lower rate to Norfolk on account of water com: 
petition, but they do not set that competition forth as a reason 
for the $3.40 rate to Richmond. It alleges the carfloats of the 
New York, Pennsylvania & Norfolk, carrying hard coal, pass 
Newport News en route from Cape Charles to Norfolk. 

Attacks upon anthracite coal rates, unless coupled with at 
tacks upon rates upon coal generally, to points other than to 
north Atlantic ports and points in interior New York, have been 
comparatively rare. According to this complaint, hard coal is 
an exception in an adjustment of class and commodity rates 
from a large part of New England and trunk line territory via 
Cape Charles in which Norfolk, Newport News and Richmond are 
on an equality. The traffic on that adjustment, the complaint 
alleges, except some from New England, moves through Cape 
Charles past Newport News to Port Norfolk and Norfolk proper, 
and thence back, for a distance of approximately 12 miles, with 
out any charge above the Norfolk rate. Hard coal, however, is 
not treated in that way. Were any shipper desirous of usilg 
the Cape Charles route for hard coal, the service, according to 
the complaint, would cost him $1.39 in addition to the Norfolk 
Richmond rate of $3.40 per gross ton. The complaining city 
avers that that combination rate is so excessive and unreasol 
able that the Cape Charles route is not used for the movement 
of anthracite coal to Newport News. 


CHICAGO HEIGHTS SWITCHING 


Judge Dennis E. Sullivan, of the Superior Court of Cook 
County Illinois entered a preliminary injunction, October 13, 
restraining the Chicago Heights Terminal Company from attempt 
ing to abrogate the contract between that company and tbe 
Chicago and Eastern Illinois, and requiring the Terminal Com 
pany to carry out the provisions of that contract on the basis of 
the compensation named therein (see Traffic World, Sept. 23, 
p. 650). M. F. Gallagher, E. B. Wilkinson, and Homer T. Dick 
argued the questions before the judge on October 11th. The 
Terminal Company expects to enter a motion to dissolve the 
preliminary injunction within a day or two, and arguments 0 
that question will be held shortly thereafter. 
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STORAGE Cold Storage and 
sacy Market Varehouse 
quit GEORGE 8. LOVEJOY Co, 


Manager General Storage Department 


178 Atlantic Avenue 
Boston, Mass. 


DISTRIBUTION 












CONSTITUTION WAREHOUSES 
Connection with all lines via Union Freight 







SUMMER STREET STORES Capacity, 623,000 cubic feet. ALBANY TERMINAL STORES 
Direct connection with New York, New Haven : ; ith Boston & 
Hartford - rae, Direct connection wit on Albany 
Capacity, 2,000,000 cubic feet. 






Capacity, 1,430,000 cubic feet. 


OUR FACILITIES ARE UNEXCELLED 


Wharfage and Dockage 
Free and Bonded Stores 


A Warehouse on every railroad entering Boston 
Total General Storage Capacity 10,329,000 cubic feet 


Car Shortage ‘and Lumber Storage 
Although PORT OF TACOMA PIER ONE during 


the two years of its operation has been the salvation of 
many a saw mill, it has at no time proved its value more 
conclusively than during the present shortage of cars. 


The lumber producer, shipper and broker with lum- 
ber in storage at tidewater has sold his goods at higher 
prices for immediate delivery and made spot bookings at 
lower freight rates. We say it with service. 


PORT OF TACOMA 


Tacoma, U. S. A. 
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Personal Notes 





The Grand Trunk System announce the folowing appoint- 


ments: D. EB. Galloway, assistant vice president; C. G. Bowker, 
operating manager on lines east of the Detroit and St. Clair 
rivers; C. Manning, assistant operating manager on lines east 
of the Detroit and St. Clair rivers. 

C. F. Mowbray has been appointed assistant to the traffic 
director, Chevrolet Motor Company, vice F. L. Pomeroy, resigned 
to accept service elsewhere. 

Fred Krickel has resigned as traffic manager and coal sales 
representative of the Delevoise-Anderson Company, Inc., and is 
now connected with Dickerman-Englis, Inc., New York. 

Frank §S. Griffin has been appointed division freight agent 
of the Louisville and Nashville at Pensacola, Fla., vice W. C. 
Dillard, transferred. 

John Callahan, traffic manager of the National Coal Asso- 
ciation, has resigned, effective December 1. He will enter the 
coal brokerage business in partnership with J. D. A. Morrow, 
vice president of the coal association, who also has resigned. 


James Webster, assistant traffic manager of the New York 
Central, now has jurisdiction over the Toledo and Ohio Central 
Ry., the Kanawha and Michigan Ry., the Kanawha and West Vir- 
ginia Ry., and the Zanesville and Western Ry., the New York 
Central having leased the properties of these roads. 

The Buffalo, Rochester and Pittsburgh, announces the fol- 
lowing appointments: W. J. Sheridan, commercial freight agent, 
Detroit, Mich.; W. B. Mallon, Canadian traffic agent, Toronto, 
Ont.; B. J. Lawless, eommercial freight agent, Newark, N. J., 
and J. C. Cross, commercial freight agent, Pittsburgh, Pa. 

W. J. Keller has been appointed division freight agent, New 
York Central, at Toledo, Ohio, vice Ben Wagner, promoted. 

H. F. Sanborn has been made general agent of the St. Louis 
and San Francisco, at Kansas City, Mo. 

J. D. Brady has been appointed assistant commerce counsel 
of the New York, New Haven and Hartford, with offices at New 
Haven. 

R. H. Dahlberg has been appointed assistant traffic manager 
of the Shevlin Carpenter and Clarke Company, Minneapolis. The 
position of traffic manager, made vacant by the resignation of 
D._D. Conn, will not be filled at this time. 

J. F. Crinigan has been appointed traveling freight agent 
of the Wabash Railway, Decatur, Ill., vice T. S. North, retired 
on account of failing health. 

A. B. Enoch has been appointed assistant general freight 
and passenger agent of the Lehigh and New England Railroad, 
Bethelehem, Pa., vice Richard Macsherry, resigned. 

The Atchison, Topeka and Santa Fe announces the follow- 
ing appointments: G. W. Smith, division freight agent, Okla- 
homa City, succeeding M. C. Burton, promoted; F. D. Gahagan, 
division freight agent, Peublo, Colo., vice C. W. Smith, pro- 
moted. 

The Pennsylvania Railroad announces the following ap- 
pointments: F. McD. Quinn, assistant passenger agent, Pitts- 
burgh, Pa.; vice R. L. Stall, who died; S. L. Shank, division 
passenger agent for lines east Pittsburgh, vice F. McD. Quinn; 
E. M. Presley, division passenger agent for lines west, Pitts- 
burgh, vice S. L. Shank; J. W. Stone, valuation engineer, Phila- 
delphia, vice C. A. Preston, retired; E. W. Smith, general su- 
perintendent of motive power, St. Louis, vice W. C. A. Henry, 
who has been appointed engineer of transportation on the staff 
of Vice President Benjamin McKeen, St. Louis. 


DOINGS OF THE TRAFFIC CLUBS 


The El Paso Traffic Club is the twenty-ninth club to join 
the Associated Traffic Clubs of America. 








The Cleveland Traffic Club, at its bi-monthly dinner the 
evening of October 17, had as its guests the officers and direc- 
tors of the Associated Traffic Clubs of America who were meet- 
ing in the city. President W. J. L. Banham, of the association, 
and Henry A. Palmer, one of its directors, made remarks. The 
address of the evening was by Col. W. A. Colston, vice president 
and general counsel of the Nickel Plate. He advocated a per- 
missive policy on the part of the Interstate Commerce Com- 
mission toward proposed consolidations of railroads that were in 
the public interest. 





At the meeting of the San Antonio Traffic Club October 11, 
R. H. Schultz, president, announced the nominations for new 
officers to be voted on November 8. Walter Walthall, chairman 
of the committee on speakers and entertainment, acted as toast- 
master and introduced the speakers. The general subject was 
“The Future of San Antonio” and “Making San Antonio Attrac- 
tive to the Tourists.” 





A meeting of the Trenton Traffic Club was held in the 
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Chamber of Commerce rooms, Trenton, N. J., October 10. A. D, 
Carton, general agent of the Trenton Transportation Company, 
was elected president to fill the vacancy left by the transfer 
of A. C. Hoffman, former president, to Asheville, N. C. J. G. 
Brady of the Westinghouse Lamp Company, was elected vice 
president, to succeed Mr. Carton. C. A. Hutchings was elected 
secretary and treasurer to succeed E. C. Stratton, who resigned 


as secretary. The regular meeting date was changed to the 
third Friday of each month. 





Paul P. Hastings, general freight agent of the Santa Fe, 
addressed the meeting of the Pacific Traffic Association in San 
Francisco, October 17, on “The Work of the Standing Rate 
Committees.” R. C. Munholland, manager of the Pacific Car 
Demurrage Bureau, spoke on demurrage. E. W. Hollingsworth, 
transportation attorney for the Oakland Chamber of Commerce, 
explained Oakland’s position in the case of the Traffic Bureay 
of the Oakland Chamber of Commerce against the Southern 


‘ Pacific, in which the Oakland Chamber of Commerce asks for 


rates from points west and north lower than those contempo- 
raneously maintained to San Francisco. The question was 
thrown open for general discussion to afford an opportunity to 
San Francisco members to defend San Francisce’s position. 





The Traffic Club of New England held its monthly meeting 
at the Boston City Club October 20. A lobster dinner was fol- 
lowed by an address by Sherman Rogers, of the staff of “Out- 
look,” on the subject of “A Short Cut to Industrial Sanity.” 





The regular monthly meeting of the Traffic Club of New 
York, will be held at the Waldorf-Astoria Hotel, New York City, 
October 31. The speaker of the evening will be Joseph T. 
Lange, manager of the educational division, A. W. Shaw Con- 
pany of Chicago, who will address the meeting on “Salesman- 
ship.” The club will celebrate the opening of its new permanent 
quarters at the Waldorf-Astoria Hotel with a reception and en- 
tertainment October 23. 





The initial event of the season of the Traffic Club of Chi- 
cago, will be a Hallowe’en party in the Ball Room of the Hotel 
La Salle, October 25. An informal dinner at seven o’elock will 
be followed by an entertainment and dancing. 





Vrank N. Hartwell, president of the Verhoeff Company, will 
speak at the meeting of the Transportation Club of Louisville 
October 24, on his experiences while in Europe last summer. 


INTERLOCKING DIRECTORATES, ETC. 


W. H. Finley has been authorized to hold the positions of 
president of the Chicago, St. Paul, Minneapolis & Omaha Rail- 
way Company, St. Paul & Sioux City Railroad Company, Sioux 
City Bridge Company; director of the St. Paul Union Depot 
Company and Minneapolis Eastern Railway Company, and a 
directorship or any office or offices with the Chicago & North 
Western Railway Company and many other ¢arriers in addition 
to positions previously authorized. 

W. B. Rodman has been permitted to hold the position of 
director of the Carolina Railroad Company in addition to posi- 
tions previously authorized. 

Arthur Edmund Owen has been authorized to hold the posi- 
tion of chief engineer of the Central Railroad Company of New 
Jersey, and to perform without title the duties of chief engineer 
of the New York & Long Branch Railroad Company, Dover & 
Rockaway Railroad Company, Easton & Western Railroad Com- 
pany, Bay Shore Connecting Railroad Company, and Allentown 
Terminal Railroad Company. 

E. D. Kyle has been authorized to hold the offices of director 
with the Kinston Carolina Railroad Company and Carolina Rail- 
road Company and vice president with the Norfolk Southern Rail- 
road Company. 


ELECTRIC SHORT LINE BONDS 


The Blectric Short Line Railway Company has applied to the 
Commission for authority to issue $660,000 of 15-year 5 per cent 
gold bonds for the purpose of enabling the company to finance 
the extension of its line of railway 44 miles westward from 
Hutchinson, Minn., in the direction of Clara City, Minn. The 
company said it was proposed to sell the bonds at not less thal 
90 cents on the dollar to its bondholders and stockholders, wh? 
have agreed to purchase them at 90. 


T. & P. EQUIPMENT TRUST AGREEMENT 
Application has been made to the Commission by the 
ceivers of the Texas & Pacific Railway Company for authority to 
execute an equipment trust agreement under which $810,000 of 5 
per cent equipment trust certificates will be issued. The Pro 
ceeds from the sale of the certificates will be used in part pay: 
ment for 16 new locomotives and tenders, 1 wrecking crane 42 
150 tank cars. Arrangements have been made to sell the certifi 

cates to Kuhn, Loeb & Co. of New York City at 97%. 
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Rate Reduction 


Do you know that on October Fifth the 


National Railways of Mexico 


reduced some of their rates Fifty Percent ? 


If you are now shipping via water route to Mexico it will pay you to investigate cost of all 


rail service—probably you are losing money by using boat lines when cost of insurance, risk of 
breakage, delay, etc., is considered. 


Ship your freight via Laredo, Texas, the Rio Grande Gateway to Mexico. Carloads go through 
to Mexican destinations without transfer, and without delay. 


Below is given the class rates of the National Railways of Mexico to Mexico City and Pachuca: 


FROM NEW LAREDO, MEXICO| FROM NEW LAREDO, MEXICO 
To Mexico City To Pachuca, Mexico 


Classes 1 2 3 4 5 6 7 8 9 10 11 12 |Classess 1 2 3 4 5.6 7 8 9 10 Il 22 


(A) 208 198 187 177 167 157 148 138 129 120 111 102 (A) 210 198 189 179 169 159 150 140 131 121 112 103 
(B) 129 121 114 107 100 94 89 84 79 74 69 65 (B) 123 116 109 103 96 91 85 80 75 71 66 62 


(C) 79 77 73 70 67 63 59 54 50 46 42 37 (C) 87 82 80 76 73 68 65 60 56 50 4 4 
Line (A) Class Rates prior to October 5, 1922. Line (B) Class Rates Effective October 5, 1922. Line (C) Reduction. 


The above class rates apply to commodities other than: 


Beans, dry Lard Rice Sugar 


Corn Peas, dry Salt Vegetables, fresh 
Fruit, fresh Potatoes Seap, common Wheat 
Flour, Wheat or Corn 


On these commodities the following rates will apply, governed by the Mexican Classification: 


FROM NEW LAREDO, MEXICO 


Classes 1 23 45 67 8 9 1011 12 


To Mexico City 108 102 95 89 84 79 74 70 66 61 57 54 
Pachuca... 104 98 81 86 80 76 71 67 63 59 55 52 


The rates above given are in cents U. S. currency per hundred pounds. Rates as published 
by the National Railways are in Mexican currency per thousand kilograms, and may vary from 
the rates given above not to exceed one-half cent. 


Write for circular outlining changes in Mexican rates and proposed changes of United States 
Lines serving Rio Grande Crossings. 


Ask for specific quotations on the commodity in which you are interested. We are sure you 
will be able to use the Laredo Gateway to your advantage. 


The Texas Mexican Railway Company 


C. M. Fish, Traffic Manager, LAREDO, TEXAS 








RATE CONFERENCES 


The Trafic World Washington Bureau 


Director Hardie of the Commission’s bureau of traffic was to 
hold a conference at Madison, Wis., October 18, with the Wis- 
consin state commission, and representatives of carriers and 
shippers, relative to rates on coal to Wisconsin points, both inter- 
state and intrastate, from Illinois and from Lake Michigan ports 
in Michigan. Formal and informal complaint has been made 
that the interstate rates are too high as compared with the 
intrastate rates and the effort will be to arrive at a solution 


without the submission of a case under section 13 of the inter- 
state commerce act. 


On October 26, Director Hardie will confer at Chicago 
with representatives of carriers and shippers relative to dis- 
satisfaction with rules governing transit on grain at different 
markets. The object in view is to get a set of uniform rules 
that will conform to the Commission’s established principles with 
regard to transit. 


INSPECTION OF RECORDS BARRED 


The Trafic World Washington Bureau 


The Commission has entered an order forbidding railroads 
access to records of the Bureau of Valuation on which the 
bureau bases its tentative valuation reports until such informa- 
tion has been submitted in evidence before the Commission 
or in a court of competent jurisdiction. 

The Rock Island and the Cotton Belt recently filed motions 
asking for permission to examine certain data in the possession 


of the bureau and the order of the Commission is in reply to 
those motions. 


The Commission’s order follows: 


Whereas, The Commission has before it the request of certain 
carriers to be —, to examine and make copies, written and 
photographic, of the original field notes, cost data, copies of contracts, 
vecords of construction costs, opinions, sales, assessments and other 
data, reports, records and compilations of the land, accounting and 
engineering sections of the Bureau of Valuation, and the Commission 
having considered fully the representations of the carriers relative 
thereto, the brief submitted in support thereof, the character of the 
records and data in question, and the necessities of the Commission’s 
valuation work; . 

It appearing, That the opening of certain records and data of the 
Bureau of Valuation to inspection and examination by other than em- 
moves of the Commission unless and until they shall have been of- 
ered in evidence in hearings before the Commission upon protests 
against the tentative valuations of carriers’ properties, or before a 
court of competent jurisdiction, would be detrimental to the public 
interest; would make it impossible for the Commission to secure as 
reliable and uninfluenced opinions as to land values and price and cost 
information as it can otherwise secure;. would unnecessarily prolong 
the work and greatly increase the expense thereof; and would seriously 
interfere with due performance of the regular duties of the Commis- 
sion’s employes; 

It is ordered, That, until the further order of the Commission, 
Office or field notations and memoranda in the Bureau of Valuation, 
and opinions or correspondence from or to any branch or employe 
thereof; land field notes; land computation sheets; cost information 
secured from manufacturers, dealers, contractors, private parties or 
carriers other than the carrier making the application for permission 
to inspect; cost studies and cost analyses prepared by the employes 
of the Bureau of Valuation, shall not be open for inspection by other 
than employes of the Commission unless and until offered in evidence 
either in a valuation hearing under the provisions of Section 19a of 
the interstate commerce act or in a court of competent jurisdiction. 


RAILWAY OPERATING INCOME 


The Association of Railway Executives has issued the fol- 


lowing review of the carriers’ net railway operating income 
since August 26, 1920: 


During the first two years since the general rate increase be- 
came effective on August 26, 1920, the railroads of the United 
States failed by a wide margin to earn a return of 6 per cent on 
their tentative valuation, as originally contemplated in the trans- 
portation act. For that 24-month period, which ended on August 
31 this year, the net operating income of the railroads of the 
esti was only at the annual rate of return of 3.47 per cent, 
according to tabulations based on reports filed by the carriers 
with the Interstate Commerce Commission. 

The transportation act when passed by Congress proposed that 
rates be so fixed as to yield the carriers a return of 6 per cent.on 
their tentative valuation. This provision was to stand for two 
years, ending on March 1, 1922. After that date the Interstate 
Commerce Commission was authorized to fix the rate. This the 
Commission did recently, prescribing that the rate be 5% per cent, 
which is now in effect. 

Since the general rate increase went into effect on August 26, 
1920, thousands of reductions have been made both voluntarily by 
the carriers and also by order of the Interstate Commerce Com- 
mission. There was a guarantee provided for in the transporta- 
tion act to cover the first six months after the government relin- 
quished federal control on March 1, 1920, but this terminated au- 
tomatically on September 1 that year. Under this guarantee the 
railways were assured of earning the same net income as during 
the period of federal control. If their gross earnings proved 
insufficient to provide the net income so guaranteed, the deficiency 
Was made up by the government out of the public treasury. This 
six months’ guarantee was provided for the purpose of enabling 
the railroads to get on their feet after 26 months of federal con- 
trol during the war. Since September 1, 1920, however, there has 
been no guarantee to the railroads and even though the trans- 
Pager wm act provides for the fixing of a certain rate level, there 
8s nothing whatever in the act to assure the roads that such a 
level will enable them to realize any fixed return. If the railways 
fail to earn the rate of return so fixed, the deficiency is not made 
up by the government, but is borne by the carriers themselves. 

In computing the rate of return no consideration is given by 
the Commission whatever to the capitalization of the roads, but 
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the compilation is based solely on the valuation of the railroads 
of the country as tentatively fixed by the Interstate Commerce 
Commission for rate-making purposes. 

During the first twelve months, which ended on August 31 last 
year, the railroads had a net operating income of $523,598,172, 
which was at the annual rate of return. of 2.81 per cent on their 
tentative valuation. During the second year the net operating 
income amounted to $781,673,377, or at the annual rate of 4.10 per 
cent. The net operating income for the two years totaled $1,305,- 


The railroads in the Eastern district during the two-year 
period had a net operating income of $590,006,537, which was at 
the annual rate of return of 3.46 per cent. Those in the Southern 
District had a net operating income of $135,630,903, or 3.09 per cent. 
For the railroads in the Western District the rate of return 
amounted to 3.57 per cent, the net operating income having totaled 
during the 24-mcnth period $579,634,109. 


AUGUST REVENUES AND EXPENSES 


The Trafic World Washington Bureau 


The Commission’s official statistics on August revenues and 
expenses, and for the eight months ended with August, for 1922 
and 1921, covering 198 steam roads, including 15 switching and 
terminal companies, follows: 












Item ———United States 
No. Item. 1922. 1921. 
1 Average number of miles operated..... 235,095.59 234,955.69 
Revenues: 
2 I. Torsha ed. cehis. ns ects Sao o(oreke. gee eagle bie $ 326,485,824 $ 353,814,886 
3 NOE: bd 0 os ed4 baits (A wee 6hGhas *101,501,625 7109,192,034 
4 PE ard bald Wraiiecante.s <oaew ose sae gaewes 7,292,532 7,449,539 
5 MIE, da 3% 6 uhh newbs wos 4cbsge eile 12,201,354 10,309,299 
6 All other transportation............ 14,935,858 14,378,241 
7 pe eo eee ee 10,900,742 9,844,240 
8 SOMME DRI —GE. nw ckioccccccccsons 747,119 610,409 
9 SS Ee eee 181,974 133,617 
10 Railway operating revenues...... $ 473,877,080 $ 505,732,265 
Expenses: 
11 Maintenance of way and structures 68,706,324 71,941,028 
12 Maintenance of equipment......... 104,056,949 105,403,201 
13 SINT Socislda pales 4 006 lb 6. dhe eo Wilke oak slew 7,236,029 6,822,954 
14 NUNN kre oncincd-vieveceeses 190,801,031 180,830,319 
15 Miscellaneous operations .......... 4,356,178 4,163,779 
16 . hii aoe ees 12,636,796 13,466,110 
17 Transportation for investment—Cr.. 693,129 521,490 
18 Railway operating expenses...... $ 387,100,178 $ 382,105,901 
19 Net revenue from all railway operations 86,776,902 123,626,364 
a ae ere 26,873,500 26,251,763 
21 Uncollectible railway revenues.......... 133,816 125,206 
22 Railway operating income........ $ 59,769,588 $ 97,249,395 
23 Equipment rents—Dr. balance.......... 5,460,440 5,653,323 
24 Joint facility rent—Dr. balance......... 1,729,349 1,435,870 
25 Net railway operating income....$ 52,579,797 $ 90,160,202 
26 Ratio of expenses to revenues (per cent) 81.69 75.55 
Eight Months Ending With August, 1922 and 1921. 
1 Average number of miles operated..... 235,229.32 234,818.00 
Revenues: 
2 MIS & With v cae Gab Wosincletedeiecarmeawte $2,491,204,487 $2,539,370,491 
3 Passenger $705,065,952 §793,089,978 
4 as oh cand) rare: a-ha. b ib scarier v gale viel Sie Saiw 59,166,744 63,876,543 
5 Express 81,043,828 60,117,921 
6 All other transportation.... 113,630,618 105,495,540 
7 aia ai ecacare! 0.60 do b6 73,145,610 79,255,919 
g BO a ON SS > eee re ae 6,644,780 5,123,647 
9 SOU TROTICI— DP, oc ecccccpecescicss 1,399,821 1,092,438 
10 Railway operating revenues...... $3,528,502,198 $3,645,237,601 
Expenses: 
11 Maintenance of way and structures.$ 480,206,020 $ 507,460,950 
12 Maintenance of equipment.......... 773,792,749 842,335,999 
13 SN acral Sikes are tel oc Che wie hies aig eiere Bis 57,710,675 56,770,958 
14 "EFOMEDOTERLION oc.ccccccccece 1,363,064,112 1,556598,510 
15 Miscellaneous operations 31,327,920 33,552,856 
16 SS RE a eee Oe eee er een 104,471,306 114,451,672 
17 Transportation for investment—Cr.. 4,121,123 3,925,284 
18 Railway operating expenses...... $2,806,451,659 $3,107,245,661 
19 Net revenue from railway operations... 722,050,539 537,991,940 
BO FiOS: UAE: GOCRIIB son oes ccc ccies cece 200,327,272 183,584,799 
21 Uncollectible railway revenues.......... 905,274 784,313 
22 Railway operating income........ $ 520,817,993 $ 353,622,828 
23 Equipment rents—Dr. balance.......... 87,537,091 34,963,965 
24 Joint facility rent—Dr. balance.......... 12,097,303 12,595,264 
a cs oe Qe © 
25 Net railway operating income....$ 471,183,599 $ 306,063,599 
26 Ratio of expenses to revenues (per cent) 79.54 85.24 


*Includes Sere try sleeping and parlor car surcharge. 
fIncludes $2,933,454, sleeping and parlor car surcharge. 
tIncludes $21,140,064, sleeping and parlor car surcharge. 
§Includes $21,772,291, sleeping and parlor car surcharge. 





PETITIONS FOR REHEARING, ETC. 

The defendants in No. 12982, Weatherford, Crump & Co. V5. 
Abilene Southern Railway Company et al., have petitioned the 
Commission to vacate its order entered in the case and to grant 
a reargument on the grounds that the Commission erred in its 


finding that the rates assailed were unreasonable and in award- 
ing reparation. 


The Helena Traffic Bureau has asked the Commission t0 © 


grant a further hearing and to modify its orders in No. 10592, 
Arkansas Jobbers & Manufacturers Association vs. Director 
General, Rock Island et al., and No. 10417, Same vs. Same. 

Reconsideration of its findings in Finance Docket 1216 has 
been asked of the Commission by the Death Valley Railroad 
Company, applicant. The Commission previously denied the 
applicant’s request for authority to issue shares of capital stock 
at par for the purpose of retiring certain of its bonds. 
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WINDWARD ISLANDS SERVICE 
Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Kingston, Jamaica; Port au Prince, Haiti; San Domingo City; 
San Juan, Porto Rico; Guadeloupe; Martinique, Barbados and 


Trinidad. Also North Coast of South America and Curacao as sufficient 
cargo offers. 





EUROPEAN SERVICE | 


United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 
Bordeaux and other French Atlantic ports. é 





ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFFICE: 424-425 Chamber of Commerce Building 
IRVING H. HELLER, Manager GEO. C. McLAUGHLIN, Manager 


KANSAS CITY OFFICE: 1039 New York Life Building 
A. J. FORD, Manager 
NEW YORK REPRESENTATIVES: W. E. HEDGER-JENKS CO., Inc. 
t 


25 Beaver 
CHICAGO REPRESENTATIVE: M. EDW. KIENAPPEL 
112 West Adams Street 
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REGULATION OF R. R. SECURITIES 


The Trafic World Washington Bureau 


Division 4 of the Commission, whith has jurisdiction over the 
issuance of securities by the railroads, has decided to hold a hear- 
ing October 26 to get light on several questions that have arisen 
in connection with the issuance and sale of railroad securities. 
The principal question which has been bothering the Commission, 
it is understood, is how far it should go in regulating the prices 
of railroad securities and in prescribing the terms under which 
they may be sold. In certain instances it has developed that 
railroad securities have been disposed of under conditions which 
the Commission has not regarded as favorable to the railroads 
or in the public interest. This is particularly so, it is under- 
stood, in connection with fees or commissions. paid to those 
who sell the securities to the public. 

In authorizing the issuance and sale of securities, the Com- 
mission has been prescribing the minimum price thereof and has 
approved or disapproved the rate of interest to be paid on the 
securities, 

The proceeding has been docketed as Finance Docket No. 
2588, in the matter of terms and conditions to be prescribed by 
the Commission in connection with the issuance of securities 
under section 20a of the interstate commerce act. The Com- 
mission issued the following announcement relative to the pro- 
ceeding: 


1 Whether and to what extent the Commission should, by its 
order in granting or withholding authorization and approval, determine, 
limit or restrict the price at which or the manner in which securities 
are to be sold and the cost to the carriers of the marketing of securi- 
ties es under the provisions of Section 20a of the interstate com- 
merce ac 


2. Whether it is within the province of the Commission to require 
competitive bidding in the sale of securities so authorized to be issued 
and whether competitive bidding should be required. 

3. If competitive bidding is required, to what class or classes of 
securities should it be applicable and what regulations or conditions 
should be prescribed relating to such sales? 

In order that we may be better advised, this matter is set for 


hearing before division 4, at 10 o’clock a. m., October 26, 1922, at 
Washington, D. C. 


Any person who may be unable to appear on said date may file a 
brief or memorandum relating to the subject matter of the hearing on 
or before the date mentioned. 


INDIANA SWITCHING CASE 


Hearing in Docket 13946, Indiana Power Company vs. P. C. 
C. & St. L. and the Director-General, as agent, was held in 
Chicago October 19, before Examiner Carter. The case, which 
was previously handled under informal complaint 77949, is an 
appeal for reparation by the Indiana Power Company for al- 
leged excessive charges by the defendant on switching of three 
cars of run-of-mine coal at the complainant’s plant at Edwards- 
port, Ind. The complainant contends that the rate of 70 cents 
per net ton charged for the transportation of the cars from 
the P. C. C. & St. L. team track to the power company’s plant 
at Edwardsport on August 30, 1919, was unjust and unreason- 
able, in violation of section 1 of the interstate commerce act 
and section 10 of the federal control act to the extent that it 
exceeded $5 a car. 

W. C. Van Allen, traffic manager of the Indiana Power Com- 
pany, testified for the complainant. In asking reparation of 
$80.63 he admitted that the 70-cent rate was the regular published 
tariff, but contended that this rate was unjust in view of the 
rate of $5 a car which other companies got for switching over 
greater distances than the one-third mile between his plant and 
the railroad team track. He cited the situation at Bicknell, Ind., 
where the flat $5 rate applied over distances of one-half to 
five and a half miles. 

Henry Christianson, traffic assistant, division of law, of the 
Railroad Administration, testified that the 70-cent rate was not 
excessive as compared with short hauls in the same territory. 
He declared that the $5 rate, which was never published, and 
even the published $7 rate, were abnormally low and unre- 
munerative. He stated that the Director-General had always 
held that these rates were too low. 


CEMENT RATES TO KENTUCKY 


Hearing in I. and S. 1658 was held before Examiner Carter 
in Chicago, October 17. The case is a protest by the Lehigh 
Portland Cement Company, Chicago, against unfair rates on 
their product, between Oglesby, La Salle and Dixon, Ill., Hanni- 
bal and Ilasco Junction, Mo., and certain Kentucky points. 

B. T. Jones, agent for the Central Freight Tariff Bureau, 
appeared for the carriers. He stated that the tariff in conten- 
tion, Supplement 1 of C. F. A. Tariff I. C. C. 1245, effective Octo- 
ber 1, 1922, which has been suspended by the Commission until 
January 29, 1923, was intended to reduce certain rates in the 
original tariff which had been made too high through the use 
of erroneous factors. These errors were said to have been made 
in the fourth section adjustments of the tariff. The witness 
stated that the correction of the errors through the tariff which 
is now suspended would make the rates to Kentucky points 
lower than those now published. He concluded by saying that 


THE TRAFFIC WORLD 





Vol. XXX, No. 17 


the combination rule tariff is not intended, or is it being ap. 
plied, to reduce through rates. 

E. S. Gubernator, traffic manager of the Lehigh Portlang 
Cement Company, testified for the protestants. This company 
maintains plants at points in the district under controversy, 
The complainant had prepared numerous charts and maps shoy. 
ing the history of rates on cement in its district, as well as 
comparisons of fixed rates with combination rates both with and 
without the Kelly deductions. 

Mr. Gubernator declared that it was unfair to make through 
fixed rates which were higher: than combination rates. The 
present combination rate for his company to Central City, Ky, 
he gave as 21 cents as compared with the 24 cents of the tariff 
now being protested. In response to the statement that the ney 
rates were intended to correct the errors in the fourth section 
adjustments, he said that the new rates would have the effect 
of aggravating the situation. Mr. Gubernator also called atten. 
tion to the fact that southbound rates into Kentucky are nearly 
50 per cent higher than the northbound rates from the same 
points. 

“I do not know of any rates in the United States that are 
in worse condition than the cement rates in Kentucky,” he de 
clared. “The constant changes in the rates have put the whole 
rate structure into a state of chaos.” Mr. Gubernator urged an 
investigation by all the carriers, so that fair fixed rates might 
replace the multitude of combination rates now in use. 


PARCEL POST CLAIMS 


In a review of “postal accomplishments of this Administra. 
tion,” the Post Office Department said the following with respect 
to payment of parcel post claims: 


The work of adjusting and paying claims for indemnity arising on 
account of loss and damage to collect-on-delivery parcels was trans- 
ferred on July 1, 1922, from the department to central accounting post 
offices in each of the various states. This action results in like treat- 
ment being given to all insured parcels, the adjustment and payment 
of claims for ordinary insured parcels having been hitherto transferred. 
At the time the work in connection with claims for indemnity on 
ordinary parcels was thus decentralized it was decided to retain in 
Washington the ars of claims for collect-on-delivery parcels 
because of the different treatment accorded them, particularly with 
respect to the payment .of the collection charges by postal money 
orders. Subsequent investigation, however, developed that the handling 
of claims for ordinary insured parcels in the field had proven excep- 
tionally satisfactory, particularly on account of expeditious treatment, 
and that it was feasible and practicable to handle collect-on-delivery 
parcels in the same manner, the work in connection therewith being 
practically absorbed by the existing personnel of those offices with 
very little, if any, additional expense. 


ANIMALS SHIPPED BY MAIL 

“Contrary to general belief, live fowls and domestic animals 
are not mailable, it was disclosed at the Post Office Department 
when an amendment to the postal regulations was _ issued 
clarifying this feature for the benefi of postmasters who, in some 
instances, are accepting chickens and other animals for mailing,’ 
says a statement issued by the Department. 

“For more than a year live fowls and domestic animals were 
acceptable for mailing under a ruling which prescribed their 
handling only when the complete journey was made by motor 
truck. This ruling was revoked April 5, 1921, but another regula 
tion applying to the insurance and C. O. D. privileges of such ship 
ments was not modified and it is under this regulation that ina 
few cases live fowls and small domestic animals have bee 
accepted by postmasters. 

“Day-old chicks are still mailable when their journey cal 
be completed within seventy-two hours and they may be insured 
against absolute loss but not against death. Harmless live animals 
having no offensive odor and requiring no food and water in 
transit, such as baby terrapins, soft shelled crabs, blood worms, 
chameleons, etc., may also be sent in the mails, and insured 
against loss. Under the regulation shipment is permitted of live 
allegators up to twenty inches in length. Allegators of this size 
have been adjudged harmless.” 


B. R. & P. BONDS 

The Commission has authorized the Buffalo, Rochester é 
Pittsburgh Railway Company to issue $4,500,000 of consolidated 
mortgage bonds and to sell them at not less than 88 per 
of par and accrued interest. The proceeds from the sale 
be used for the purpose of retiring underlying bonds whi 
mature December 1, and to reimburse the company’s treasury for 
expenditures made for additions and betterments not heretofore 
capitalized. 


N. C. & ST. L. CERTIFICATES 

The Nashville, Chattanooga & St. Louis Railway has been al 
thorized by the Commission to execute an equipment trust agree 
ment under which $1,800,000 of equipment trust certificates rs 
be issued by the United States Trust Company of New Yor 
connection with the procurement of rolling stock at an ont 
cost of $2,297,036.77. J. P. Morgan & Company has agre 
take the certificates at not less than 94.89 per cent of par ® 
accrued dividends. 
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Fast American Beene 
ot ‘Trans -Pac ific Ee. . 
m Fre ightS ervice 24 


Ship via the short northern route—the quickest 
route to the Orient. An express service at freight 


rates by an American company for American 
shippers, between 


Puget Sound and Yokohama, Kobe, Shanghai, 
animals 


; i . Hong Kong, Manila and Dairen 
tment ‘ 
“ss fe What Do American Ships Vladivostok: Vessels will make direct call if freight offerings justify. 
a on the P acific Mean 12 days to Yokohama 17 days to Shanghai 


nailing,” 

i ? 14 days to Kobe 21 days to Hong Kong 
als were to the Shipper H 25 days to Manila 
ed their 


y moto America’s carriers on the Pacific have facili OUTWARD SAILINGS—from Seattle 
r regula bringing home raw materials from other coun- 


ich ship tries, carrying customers to our doors, and *PRESIDENT McKINLEY ....... October 28 
hat ina taking Americans abroad as tourists and sales- 


— men. *PRESIDENT JACKSON November 11 
. America’s merchant fleet on the. Pacific on: HANLEY November 17 
: t ti 

a facilities. They are manned by skilled. navi- *PRESIDENT GRANT..........November 25 


anim hensive “Gan ‘the cbbany caw OF ts eollinw *PRESIDENT JEFFERSON ....December 9 
water ship. 


rms *Combination freight and passenger, length 535 feet, 21,000 tons, speed 17} knots. 
1 wo 4 Trained men are found ashore as well as Through bills of lading issued in connection with our Hong Kong-Java feeder service 
- insured afloat. They are experts on dock management, and other lines. 

d of live on loading and unloading, warehousing, steve- 


this size doring. Shipments must be insured and cleared, For rates, space and other information apply: 
cargoes must be routed, freight assembled for 


quisk-handling, expert service supplied in Sor- Chicago: Merchants Loan & Trust Bldg., 112 W. Adams St., 
eign ports, Phone Randolph 7739 
Eee ee ee ee New York: 17 State Street, Phone Bowling Green 5625 

ester & quate facilities to the Oriental trader. It offers San Francisco: 60 California Street 

solidated him a high class ocean service on a great Los Angeles: 322 Citizens Bank Building 

cant trade route, enabling him to reach new cus- Seattle: 407 L. C. Smith Building 
wee tomers, build new trade, and hold it. 
sale 
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Questions and Answers 


In _ this will be answered questions of both legal and 

i nature that confront persons with traffic. A specialist 

on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. _A-traffic man of long experience 
and wide knowledge will answer questions to practical traffic 
problems. We do not Gecive to tae the ace of traffic man but to 
help him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too com for the kind of investigation herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 
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“Two-for-One” and “Follow-Lot” Rules 


ilinois.—Question: Referring to your answer to the question 
by “Louisiana,” under the caption of “Two-for-One Rule,” as pub- 
lished on pages 662 and 663 of The Traffic World, issued dated 
September 23, 1922: 

Supposing, under the question, the commodity consisted of 
box material, the nature of which was exceptionally large, light 
and bulky, tariff governing Southwestern Lines Lumber Tariff 
63-O, authorizing lumber rate and minimum weight 30,000 pounds, 
irrespective of size car used. The tariff in and of itself is silent 
as to a two-for-one rule and under this instant case, you could 
not inject rule 24 of the classification. It would be inapplicable 
in so far as the commodity as tendered could have been loaded 
in a car, the size of which was ordered. 


The question of reducing the minimum weight would not 
answer the solution to the question propounded, in view of the 
fact that the carriers would not reduce their revenue in view 
of the low level of the lumber rates applicable on the com- 
modity in quesiton, and if the subject was taken up, without 
question of doubt they would increase the rate, which would 
leave the situation in the exact status as existed heretofore. 


In handling situations which arise similar to the question 
as propounded under the circumstances added herein, the writer 
comes to the conclusion that he could force the carriers to 
protect the actual weight loaded into both cars, subject to the 
minimum weight applicable on the car ordered. You must 
agree that the carriers are legally required to furnish adequate 
facilities, and when they do not furnish the car, the size of 
which is required to carry the goods without penalizing the 
shipper, the inability rests with them and they should be so 
burdened as protecting the actual weight loaded into the car as 
ordered, and not necessarily penalize the shipper, as they seem 
to have done to the party setting forth the original question 
to you. 

Answer: We do not agree that the use of rule 24 of the 
Consolidated Classification is predicated on the inability of the 
shipper to load his shipment into a car of the size ordered. 
As we read your question, if a shipper orders a 60,000-pound 
capacity car, for example, and the carrier furnishes a 40,000- 
pound capacity car, the shipper may not have the benefit of 
the follow-lot rule. What difference can it make when it comes 
to load and forward his shipment that he has previously ordered 
a larger car and failed to get it? It is clear to us that the rule 
is for the benefit of shippers and carriers in all cases where 
the car furnishéd by the carrier will not accommodate the 
entire offering. The shipper may have ordered a 60,000 ca- 
pacity, but that placed no duty on the carrier to furnish a car 
that large, so long as it furnishes one large enough to accom- 
modate the minimum weight, and if it cannot do this ordinarily. 
it is time for a change in the minimum. (See our answer to 
“Massachusetts,” page 718, Traffic World, September 30.) The 
carrier has the option under the follow-lot rule of either fur- 
nishing a car large enough to carry the entire shipment, or of 
furnishing a smaller car which must be loaded to capacity and 
charged at not less than the minimum weight, and the overflow 
will be handled in a separate car in same manner as less-carload 
freight. 

A two-for-one rule is better, however, because it usually 
provides for charging the entire shipment at actual weight, sub- 
ject to minimum of size of car ordered, but the two-for-one rule 
presupposes a right of a shipper to order, and a corresponding 
duty on the carrier to furnish, different sizes of cars where the 
minimum weight varies according to the dimensions or capacity 
of the car. 

You could not compel carriers to base their charges on a 
two-for-one plan, unless this basis were first authorized by 
‘the tariff. Upon a proceeding before the Commission, however, 
you might have the charges.condemned as unreasonable and 
reparation awarded, dué to the lack of such rule, but we think 
you would be successful only as to those commodities which 
are subject to varying minima, according to the varying dimen- 
sions of cars. The only other alternative would be to refuse 
to load the small car when a large car was ordered, or, if your 
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commodity is not subject to a graduated scale of minimuy 

weights, to take advantage of the part-lot rule. If the part-lot 

rule will not furnish any relief because the minimum weight, as 

applied to the first car, is more than can ordinarily be loaded 

the minimum needs reducing. 

Undercharge—Time Within Which Suit Therefor Must Be Fileg 
by Carrier 

New York.—Question: On page 722 of the September % 
issue of The Traffic World, Volume 30, No. 14, you have stated, 
under the subject “Undercharge,” that an action by a carrier 
for recovery of freight charges must be begun within three years 
from the time the cause of action accrues; that this provision 
is covered by paragraph 3 of section 16 of the interstate con. 
merce act. 

As we cannot locate this paragraph in the act, we would 
appreciate it very much if you would let us know what section 
of the revised statutes covers it, or if you could give us a little 
more complete information. 

Answer: The three-year period of limitation for bringing 
an action for undercharges is provided for in paragraph 3 of 
section 16 of the interstate commerce act, 41 Stat. L. 492. If 
you have a copy of the act as revised February 28, 1920, you 
should have no difficulty in locating this provision. 
Application of Rates—Failure of Shipper to Place Proper Nota. 

tion on Bill of Lading Respecting Packing of Shipment 

Idaho.—Question: Will you let us have your opinion as to 
whether or not we can recover a 25 per cent increase assessed 
on car of corn, caused by the failure of the shipper to stamp 
the bill of lading with certificate to the effect that fiber boxes 
complied with rule 41 of the Consolidated Classification? The 
boxes themselves did comply with the classification, but the 
classification states that they must not only comply but that 
this fact must be so stated on the bill of lading, and, further, 
that if any of the requirements of the rule, of which the cer. 
tificate on bill of lading is one, are not complied with, 20 per 
cent increase must be assessed. The Transcontinental Tariff, 
however, under which the shipment moved, provides a 25 per 
cent increase for failure to comply. 

The agent at this end states that he believes it impossible 
to recover this even by filing a claim, with affidavit from shipper 
to the effect that bill of lading should have borne this certificate 
and that boxes did comply. 

Answer: In Reed Tobacco Co. vs. C. & O. Ry., 51 1. C.C. 
201, the Commission said: “The law imposes upon shippers 
the duty of ascertaining the rates and conditions under which 
they ship, and noncompliance of a shipper with tariff require 
ments affords no basis for a finding that the applicable rate was 
unreasonable. The shipper was fully advised by.the tariff, with 
which it was familiar, of the packing conditions and, failing to 
comply with the same, it has little standing when its negligence 
has brought a burden upon it.” 

In this case the shipper actually failed to comply with the 
packing requirements and not merely to place a proper notation 
on the bill of lading. However, if the placing of a certain nota 
tion on the bill of lading is a condition precedent to the ap 

plication of the lower rate, it would seem that the failure to 
do so should preclude the shipper from receiving the benefit of 
that rate. We know of no case directly in point. 
Liability of Carrier for Damage to Property Located Along Side 
tracks of Carrier 

Indiana.—Question: We have an industry served by the “A” 
Railroad at “B,”’ Indiana. Our industry is located on our OW) 
ground, but the switch track serving our mill is on the ground 
of the ‘A” Railroad, but runs along the side of our factory. This 
track is a small spur track running down to our factory and 
it is impossible for the “A” Railroad to serve anyone else 0 
this track but ourselves, yet, understand, the track lies entirely 
on the ground of the “A” Railroad. 


The “A” Railroad is endeavoring to get our firm to sign 
the regular private sidetrack agreement covering this track, 
that is, the agreement covering the fire and liability clauses, 
relieving the “A” Railroad from any damage caused by fire 0 
for other reasons covered by this private sidetrack agreement. 
We have so far refused to sign this agreement, claiming that 
this agreement was not intended to cover sidetracks located ™ 
railroad property, but the railroad is now threatening to remove 
the track unless we sign this agreement for them. 


Will you kindly advise us the rulings on tracks of this kind 
-and if the carriers can compel us to sign an agreement of this 
kind, and can they legally remove this track, which has bee 
serving this industry for a number of years without such agree 
ment? 

Answer: As a general rule, contracts which seek to conte 
upon a person immunity from the consequences of his negligel 
acts to be performed in the future are held void as being © 
trary to public policy. But there is some conflict among © 
authorities and decisions may be found which support the S 
trary doctrine. The cases involving the validity of a co? i 
exempting a railway from liability for negligently firing 
burning property are not numerous. There are cases, howevél, 
holding that where property is placed 6n a railway right-of- Wa 
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“ll Reached Through Jacksonville 
Ba. The spacious, land-locked, always open port of Jacksonville is host to ships carry- 
<_ ing the flags of every maritime nation. 

Sess 

stamp Constant and heavy cargoes of lumber, turpentine, rosin, phosphate, coal and cot- 
: = ton attract steamers here for balanced loads, with the result that Jacksonville has regu- 
ut the lar and frequent sailings to most of the leading ports of the world. 

ut that 

‘urther, e e e 

he cer- 

me Ship to These Ports Via Jacksonville 
ae Coastwise—Philadelphia, New York, Boston, San Diego, Los Angeles, San Pedro, 
possible San Francisco, Portland, Seattle, Charleston and Savannah. 

beers West Indies, Ete.—Cuba and Porto Rico, West Indies, Mexico, Central and South 

America and the Canal Zone. 

I. C. a British Isles—Dublin, Belfast, Cork, Londonderry, Glasgow, Liveensit Manches- 
— ter, Avonmouth, Bristol, London, Newcastle and Hull. 

require Baltic and Scandinavian Ports—Malmo, Helsingfors, Copenhagen, Christiana, Riga, 
deg Petrograd, Gothenburg and Stockholm. 

ailing to Germany—Hamburg, Bremen, Danzig and Stettin. 

sligence Belgium—Antwerp, Ghent. 

with the Netherlands—Rotterdam, Amsterdam. 

on France—Havre, Dunkirk, Bordeaux, Nantes, St. Nazaire, Marseilles and Cette. 
» the ap Portugal—Oporto, Lisbon. 
— Spain—Bilbao, Huelva, Malaga, Valencia, Cartagena and Barcelona. 

| Italy—Genoa, Venice. 

ong Side North African Coast—Algiers, Oran, Tunis. 

y the “A” Far East and Philippines—Kobe, Shanghai, Yokohama, Hongkong, Darien, Manila, 
"our 7 Calcutta, Singapore, Batavia, Samarang, Surabava. 
1e groun 
ony. Full information is contained in handsomely illustrated book, 
e else " “The Port of Jacksonville,” mailed free on application. Address 
s entire) 
nt, City Advertising Department 

y a Room 11-V, City Hall, Jacksonville, Florida 
STO Resident consuls are maintained in Jacksonville by Great Britain, Norway, 
Tocailll pa Belgium, Netherlands, Cuba, Honduras, Uraguay, Brazil and Mexico. 
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by virtue of a contract. in which the owner releases a railway 
company from any and all liability on account of fire, and the 
-property is afterwards destroyed by fire negligently set by the 
railway company, the contract is not void and the company can- 
-not be held liable. See Griswold vs. Ill. Central R. Co., 57 
N. W. 843; Jas. Quirk Milling Co. vs. Minneapolis, etc., R. Co., 
107 N. W. 742, and cases cited therein. 

However, while we do not locate cases so holding, it is our 
opinion that ordinarily a contract exempting a railway company 
from liability for negligently burning property not on the right- 
of-way or premises of the company would be held void and that, 
therefore, a railway company may not, because of the refusal of 
the consignee to sign an ectecnet such as you refer to, legally 
remove the track. 


NORFOLK SOUTHERN NOTES 


The Commission has authorized the Norfolk Southern Rail- 
road Company to issue $375,000 of first-lien equipment notes to 
be delivered at par to the Equitable Trust Company of New 
York, and then to be pledged with the Secretary of the Treasury 
for a loan of $355,000, heretofore authorized by the Commission. 
The issuance of the certificates and the making of the loan are 
in connection with the rebuilding of 397 freight cars. 


CHANGES IN DOCKET 

Hearing in No. 11606, John E. Murray vs. Director-General, 
assigned for October 19, at New York, N. Y., before Examiner 
Howell, was postponed to a date to be hereafter fixed. 

Hearing in No. 13919, Flory Milling Company v. Central New 
England Ry. Co. et al., assigned for October 16, at Bangor, Pa., 
before Examiner Wagner, was postponed to a date to be here- 
after fixed. 

Hearing in No. 13972, Alabama & Mississippi Railroad Com- 
pany et al. vs. A. T. & S. F. Ry. et al., assigned for October 18, 
at Washington, D. C., before Examiner Hunter, was postponed 
to a date to be hereafter fixed. 


FERTILIZER RATE CASE 


Hearing in Docket 13719, Armour Fertilizer Works vs. Di- 
rector-General, was held before Examiner Carter, in Chicago, 
October 18. The case is an appeal for reparation by the Armour 
Fertilizer Works for alleged excessive rates charged on three 
ears of dried blood from South Omaha and Denver to Bay Shore 
and Covina, Calif., between March 29 and April 9, 1919. The 
amount of the claim is $209.39, the difference between the rates 
of 92.5 cents and 84.5 cents charged the Armour company and 
the 75-cent rate per hundred pounds which the claimant de- 
clares was applicable. 

The claimant charged that the carriers, in issuing descrip- 
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tion of fertilizers, etc., restricting application to shipment ip 
mixed carloads by making separate item of dried blood, was 
negligent in not declaring dried blood a commodity on the clags 
E basis. Had the dried blood been placed on the commodity 
basis, the rate of 75 cents would have been applicable. 
Witness for the Director-General, defendant, claimed that 
the class rate charge of 92.5 cents and 84.5 cents, respectively, 
was fair on account of the very light shipment of the drieg 
blood. Until November, 1919, he said, there was no other tariff 
to apply to dried blood except the class E tariff that was used. 
Examiner Carter set November 18 for the filing of briefs. 


PAYMENTS TO CARRIERS 


The Commission has certified to the Secretary of the Treas. 
ury a partial payment of $300,000 to the Seaboard Air Line on 
account of the guaranty for the six months following federal 
control. 

The Commission has certified to the Secretary of the Treas. 
ury that $39,188.86 is payable to the Neame, Carson & Southem 
under section 204 of the transportation act. 

The Commission has certified to the Secretary of the Treas. 
ury that $375.09 is payable to the LaSalle & Bureau County 
Railroad Company under section 209 of the transportation act. 

The Commission has certified to the Secretary of the Treas. 
ury that $14,519.72 is due the Milltown Air Line Railway under 
section 204 of thé transportation act. 

A board of referees appointed by the Commission has found 
that the Reynoldsville & Falls Creek Railroad Company is entitl- 
ed to $12,531.03 as just compensation from the Director General 
of Railroads for the use of its property from December 28, 1917, 
to June 29, 1918, during which time the board found that the 
property was under federal control. The board further found 
that the evidence before it did not show that the property was 
not returend to the company in as substantially good repair and 
complete equipment as it was at the begining of federal control. 


LOUISIANA AND ARKANSAS BONDS 


The Louisiana & Arkansas Railway Company has been av 
thorized by the Commission to issue $470,000 of first-mortgage 5 
per cent gold bonds which are to be pledged and repledged, from 
time to time, for short term notes. 


TELEPHONE CONSOLIDATION 


Acquisition by the Wisconsin Telephone Company of certain 
telephone exchanges and property of the Chippewa County Tele 
phone Company will be of advantage to the persons to whom 
service is to be rendered and in the public interest, according 
to a report made by the Commission on a joint application of 
the two companies. 


Docket of the Commission 





items in the Docket marked with an asterisk (*) are new, 


having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the ‘change In 
this Docket will be noted elsewhere. 


October eee. D. C.—Examiner Hunter: 

1. and S. N laims for shortage in weights of ex-lake grain 
@eatined to Goatern points. 

October 23—Kansas City, Mo.—Examiner Mackley: 
13995—Wm. F. Helm and Edward J. Helm, partners, vs. K. C. S. 
13997—Western Terra Cotta Co. of Kansas City, Kan., vs. M. K. & T. 

October 23—Washington, D. C.—Examiner Wagner: 

13583—Burroughs Adding Machine Co. and Dalton Adding Machine 
Co. vs. Mich. Cent. et al. 

October 23—Seattle, Wash.—Examiner Cassidy 

13981—Albers Bros. Milling Co. vs. Di secter” ineneral. 


11982—A. & C. Mill Co. et al. vs. Director General, Aberdeen & 
Rockfish et al. 


Oeteber 23—Chicago, Ill.—Examiner Carter: 
18808_—National Routtrs, Butter and Egg Assn. et al. vs. Ann 
rbor et al 


October 23—Kalamazoo, Mich.—Examiner Smith: 


13157—Western Paper aahere Chemical Company vs. Director Gen- 
eral, Alabama Central R. R. et al. 


October 23—Jackson, Miss.—Examiner Keene: 
13960—Cry: 


stal Springs Manufacturing Company vs. Illinois Centra}? 
Railroad Co. et 
13984—J 


ackson Traffic Bureau vs. A. C. & Y. Ry. Co. et al. 
tions of fourth section application No. 2061, filed by J. F. Tucker, 
agent, asking for authority to continue class and commodity rates 
from ‘points n C. F. A. territory to New Orleans, La., etc. - 


October celeste. D. C.—Examiner Sweet: 
Valuation Docket No. 192—In re tentative valuation of the proper- 
ties of New York, Ontario & Western Ry. Co. et al. 


October. 23—Argument at Washington, D. C.: 
13229—Spencer Kellogg & Sons, Inc., vs. D. L. & W. et al. 
13282—Spencer Kellogg & Sons, Inc., vs. Director General. 
be gpa serermeaabaped Assn. of Connecticut, Inec., vs. Director Gen- 
era 
October. 23—New Orleans, La.—Commissioner Eastman: 
13494—-Southern class rate investigation. 


ot 


Por- 


October ems. Ky.—Examiner Witters: 
i. and S. 1647—Bituminous coal from mines on Cumberland & Mar- 
chester R. R. 
October 24—Houston, Tex.—Examiner wot 
13991—Weatherford, Crump & Co. vs. Abilene & Southern et al. 
October 24—Seattle, Wash.—Examiner Cassidy: 
14035—Alaska Junk Co. vs. Director General, Nor. Pac. et al. 
14056—United Coal Sales Co. vs. Director General, C. M. & St. P. 
October 24—Chicago, Ill.—Examiner yay 
13907—Tu Paper Company vs. C. M. & St. P. Ry. et al. 
October 24—New York, N. tera gpeng we: 
13971—National Lumber eee ve . & N. E. R. R. et al. 
October 24—Jackson, Miss.—Examiner ee al 
14028—Mississippi Railroad Commission et al. vs. A. & V. Ry. et # 
October 24—Argument at Washington, D. C.: 


13112—Clay County Coal Operators’ Assn. et al. vs. Cumberland & 
Manchester et al. 
13193—The Ingram Day Lumber Co. vs. G. & S. I. et al. 


13192—Lucas E. Moore Stave Co. vs. Director General, A. T. &8 
13212—Erie Corporation vs. International Great Northern Ry. et # 
October 25—New York, N. Y.—Examiner Pitt: R 
* Fourth Section Application 12160, by which the West Shore Re 
asks for authority to establish and maintain rates on fluid_m ” 
buttermilk, cream, condensed milk and pot cheese from et 
gomery, N. Y., to Weehawken, N. J., lower than the rates mé 
tained on like traffic from and to intermediate points, etc. 
October 25—Washington, D. C.—Examiner arg # ad & 
Valuation Docket No. 22—In re Hampton & Branchville Railro: 
Lumber Company. 
eae 25—Louisville, Ky.—Examiner Witters: a Vir 
1. and S. 1 oal from mines in Kentucky, Tennessee 4” 
ginia to various points in Iowa, Missouri and Nebraska. 
a od 25—Chicago, Ill_—Examiner~-Carter: 
13915—E. L. Palmer vs. Mo. Pac. et al. 
13915 (Sub. No. 1)—Nokomis Coal Co. vs. a. Pac. et al. 
October 25—Seattle, Wash.—Examiner Cassidy 1, Sante 
14067—W. L. Logus, as Acme Sales Co. vs. Y Director General, 


October 25—Omaha, Neb.—Examiner Mackley: : 
ba 7 ae Sg BS a ig Coal Company vs. Director General, Union Pe 
cific e 
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SOME PROMINENT USERS OF 
THIS BETTER EQUIPMENT._ 


American-Sugar Ref. Co. Lewiston B. & D, Works 
Arkansas Railroad New Hampshire Mfg. A. 
Beech-Nut Packing Co.. North Dakota R. R. Com. 
Borden Sales Co. Oshkosh Assn. of Com. 
Central Ill. Pub, Ser. Co. Pittsburgh Plate Glass..Co. 
Chesebrough Mfg. Co. John Roebling’s Son’s Co. 
Consolidation Coal Co. Sandusky Cement Co. 
Cotton Piece Goods Traf. Stephen Sanford & .Sons 
Delaware, L. & W.R.R. Sterling Salt Co. 

East Jordan & S. R. R. United Alloy Steel Corp. 
Eastern Steamship Lines Vulcan Detinning Co. 
Endicott-Johnson Corp. Warren Chamber of Com. 
Germain Co. West Coast Lumberman’s 
General Brokerage Co. Western Passenger Assn. 
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AUTOMATIC V Expanding Tariff Files keep your tariffs on end instantly accessible, 
self-indexed, always in perfect condition. The Automatic V Expansion enables 
you to read the entire title page without taking tariff from the drawer. 


Any tariff can be removed, replaced or added without handling the others. No 
need to remove entire groups to secure the single one desired. Many users find that 
al. issues are referred to so conveniently and quickly as to make the usual separate and 
a et supplementary card records unnecessary. 


t al. More—when the Automatie Expanding Drawer is closed, the tariffs are held under 


& St. P. safe compression, preventing buckling, binding and tearing of pages; your tariffs are 
permanently preserved. 


al. Let our Service Department show you how your tariffs can be handled at a saving 
of time, money and effort. Write for complete details and Free Trial Proposition. 
Ry. et THE AUTOMATIC FILE & INDEX COMPANY 
SEND FOR— General Sales Offices and Factory, GREEN BAY, WIS. 


Torif Bulletin 1005T Established 1901. Chicago Branch, 29 So. La Sall 
Tile and System Catalog 22T New York City, 21 White St. 
Apes Catalog 23T Los Angeles, 420 So. Spring St. 
“to-Desk Companion 1003T New Orleans, 123 Carondelet St. 













Railroad & 


e and Vit 
a. 


i. 


1, Sants Cabinet consisting of No. .2CT Sections. Note the 
pneral, wide, open “V” spread in drawer at left, and the 


Juicker REFERENCE —_—e CLOSED for greater STORAGE orderly compression of the tariffs in drawer at right. 


Pe : Cabinets furnished in any desired drawer arrange- 
}, Union LI K E A B oO O ment, with provision for unlimited expansion. Order 
one for FREE TRIAL at our risk. 
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13594—(Sub. No. 1.)—The ar f° a Coal Company vs. Director Gen- 
eral, Union Pacific R. R. et al. 
October’25—Argument at Washington, ’D. C.: 
12631—Mc¢Kell Coal and Coke Co. et al. vs. C. & O. et al. 
12497—United States of America vs. Director General, B. & O. et al. 
12497 (Sub. No. 1)—United States of America vs. Wharton & Nortn- 
ern, Director General, et al. 
13137—Semet-Solvay Company vs. Director-General. 
October 25—New York, N. Y.—Examiner Howell: 
. °13950—Michigan Paper Mills Traffic Assn. vs. N. Y. C. et al. 
‘ October 26—Washington, D. C.—Examiner Kelley: ; 
Valuation Docket No. 24—In re the New Mexico Midland Railway 
Company. 
October 26—Houston, Tex.—Examiner Money: 
1. and S. 1641—Cotton and cotton linters from Louisiana, Arkansas 
and Texas to Gulf ports. 
October 26—Chicago, Ill—Examiner Carter: 
13959—Edward L. Scheidenhelm Co. vs. C. B. & Q. 
October 26—Tacoma, Wash.—Examiner Cassid: 
14036—Marine Products Co. ve. Sou. Pac. et al. 
14059—West Coast Shingle Co. vs. Nor. Pac. 
October 26—Omaha, Neb.—Examiner Mackley: 
13715—The Fairmont Creamery Company vs. Director General. 
October 26—Cleveland, Ohio.—Examiner Smith: 
13939—-The McKinney Steel Company vs. Director General. 
October 26—Washington, D. C.—Examiner Hunter: 
14017—United States Shipping Board vs. Boston & Maine R. R. 
October 27—Argument at Washington, D. C.: 
13008—Norton Lumber Co. et al. vs. C. M. & St. P. 
October 30—Chicago, Ill.—Examiner 2: 
* 14161—Roxana Petroleum Corp. vs. & A. et al. 
* 14174—Indiahoma Refining Co. vs. pm. Arbor et al. 
* : White Star Refining Co. vs. Illinois Terminal et al. 
* 1. and S. 1663—Petroleum and petroleum products between points in 
Official Classification territory. 
October 27—Washington, D. C.—Examiner Kelley 
Valuation Docket No. 49—In re Savannah & Heeethweatern Railway. 
October 27—Omaha, Neb.—Examiner Mackley 
13964—T. B. Hord Grain Company vs. Director General. 
October 27—Chicago, Ill.—Examiner Carter: 
_ 13993—American Manganese Steel Co. vs. A. T. & S. F. et al. 
October 27—Washington, D. C.—Examiner Hunter: 
i. and S. 1 ottonseed hull fibre or shavings from and between 
southern points. 
or 28—Boston, Mass.—Examiner Howell: 
13942—Warren Brothers Co. vs. Director General, D. L. & W. et al. 
October 28—Omaha, Neb.—Examiner Mackley: 
13931—R. A. Heacock Co. vs. C. B. & Q. et al. 
October 28—Lake Charles, La.—Examiner Money 
13927—Lyons Lumber Co., Ltd., vs. Director Tinewet, N. O. T. & M. 
October 28—Pittsburgh, Pa.—Examiner J. E. Smith: 
13909—National Tu Co. vs. Director General, ~~.  S. S 
October 28—Portland, Ore.—Examiner Cassidy 
13648—S 


ol Dickerson, Coles & Dodd et a vs. Director General, 
as Prairie et al. 


Cam 
13918—Pacific Grain Co. vs, Director General, Nor. Pac. et al. 

a aye S-Rortland. Ore.—Examiner Cassidy 

* 1, and S. 1672—Cement from Utah points <4 ‘points in Idaho, Oregon 
and Washington 

* Fourth Section Application 12283, filed by Oregon Short Line R. R., 
by which carriers ask for authority to establish rates on cement 
from Bakers, Salt Lake City and Devils Slide, Utah, to Portland, 


Ore., etc. 
October  30—Cincinnati, O.—Examiner Witt 
i. and §S. 1 ransit privileges on ‘grain and grain products 


at Dayton, ‘Ohio. 
October 30—Washington, D. C.—Examiner Hunter: 
13823—Virginia Coal Operators’ Asso. vs. Aberdeen & Rockfish et al. 
Portions’ of fourth section- applications .1478. of C. C. & O. Ry.; 
1648 of Sou. Ry.; 1561'of N. & W. Ry.; and 1952 of L. & N. Ry 
{coal cars, from Appalachia and Dante districts of Virginia oma 
Harlan County district of Kentucky to North Carolina, South Caro- 
lina, Georgia and Florida). 
October 30—St. Johnsbury, Vt.—Examiner Howell: 
13979—W. R. Ricker vs. Director General, Cent. Vt. et al. 
October 30—Shreveport, La.—Examiner Money: 
13987—Christie & Eastern Ry. Co. vs. K. C. S. ” al. 


Omteher 30—Pittsburgh, Pa.—Examiner J. E. Sm 
13928—Aluminum Co. of America vs. Director a 
October 30—New Orleans, La.—Examiner Keene: 
12478—Allowances of mileage for Mississippi river crossings. 
be 1" agree Chamber of Commerce vs. Natchez & Southern Ry. 
et al. 
October 30-November 4—At New Orleans, La.: 
_ 13494—Southern class rate investigation. 
October 31—Cincinnati, O.—Examiner Witters: q 
* 4. and S. 1669—Building and roofing paper from Indiana and Ohio to 
St. Paul and Duluth, Minn. 
October 31—Pittsburgh, Pa.—Examiner J. E. Smith: < 
13949—Lincoln Gas Coal Co. et al. ‘vs. B. & O. et al. Portions of 
fourth section application 1571 of B. & O. (bituminous coal from 
mines on B. & O. between Pittsburgh, Pa., and Wheeling, W. Va., 
to Trunk Line and New England territories). 








GEORGE N. BROWN 


ATTORNEY AT LAW 
Formerly Chief Examiner and Attorney 
Examiner 


Practices before all Bureaus Special Attention 
and its of the to a furnish 
Government. : Matters. 


Room 806 American National Bank Buildi 


ng | age 
Washington, D.C. Telephone Main 2702 | routes f: 


DIRECTORY OF ATTORNEYS intesstare commerce comm 


General Freight Service Association 
Traffic and Transportation Specialists for Shippers 
Interstate Commerce Commission | Laclede Gas Light Bidg., St. Louis, Mo. 


Interstate Commerce cases, Engineering and Legal Services 
ed. Complete traffic de 
and demurrage bills audited. 
Claims — Car tracing by 
Reference: St. Louis 
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pene oy eae eaten D. C.—Examiner Jewell: 

* 1. and S. 1664—Box shooks from the Carolinas and Virginia to east- 
ern seaboard points. 

November 1i—Oklahoma City, Okla. r—penaings owe: 

* 13800—J. A. Waldrep et al. vs. A. T F. Ry. et ‘al. Such fourth 
section departures as may exist in ‘~ rates under consideration 
will be disposed of in this Meese oi 

November 1—Argument at Washington, C.: 

Valuation Docket _, 2—In re tentative a of the property of 
Texas Midland R. 

Valuation Docket Not 5—In re a valuation of the property of 
the Winston-Salem Southbound Ry. Co. 

Valuation Docket No. 6—In re valuniens of the properties of Elgin, 
Joliet & Eastern Ry. Co., Chicago, Lake Shore & Eastern Ry, Co. 
and Joliet & Blue Island "Ry. Co. 

Valuation Docket No. 15—In re Tonopah & Tidewater R. R. Co. 

Valuation Docket No. 2i—In re Carolina R. R. Co. 

Valuation Docket No. 31—In re tentative valuation of the properties 
of the Norfolk Southern R. R. Co., _—— & North Caroling 
a. , and Carolina & Pinehurst R. R. Co. 

November 1—Argument at Washington, D. ‘S; 
* Valuation Docket 126—In re tentative valuation of property of West- 
ern Pacific Ce. 


by ~ aes Docket No. 37—In re Kinston Carolina R. R. & Lumber 


Valuation Docket No. 60—In re tentative valuation of the properties 
of the Central of Georgia Ry. Co., South Western R. R. 
a epee & Savannah R. R., and the Chattahoochee & Gulf R 


Valuation Docket No. 102—In re tentative valuation of the property 
of the Roverside, Rialton & Pacific R. R: Co. 
Valuation Docket No. 127—In re tentative valuations of the proper- 
He — the Ann Arbor R. R. Co. and Menominee & St. Paul 
Valuation Docket No. 159—In re tentative valuation of the property 
of the New York, Philadelphia & Norfolk R. R. Co. 
November 1—Cincinnati, O.—Examiner Witters: 
* I, and S. 1671—Brick between stations on C. & O. Ry. 
November 1—New Orleans, La.—Examiner Keene: 
1. and S. 1648—Crude oil from Louisiana points to Beaumont-Port 
Arthur, Tex., group. 
November 1—San Francisco, Calif.—Examiner Cassidy: 
bose G. Prince & Co. vs. Director General. 
13862—W. P. Fuller & Co. vs. Director General. 
ag 1i—Albany, N. Y.—Examiner Howell: 
“a aa Iroquois Pulp & Paper Co. vs. Greenwich & Johnsonville 


et al. 
19906—"tne Iroquois Pulp & Paper Co. vs. Greenwich & Johnsonville 
y. eta 
November i—Pittsburgh, Pa.—Examiner J. E. Smith: 
13750—American Fruit Growers, Inc., vs. Am. Ry. Exp. Co. 
November i—Jonesboro, Ark.—Examiner :, Maney: 
13941— Jonesboro Freight Bureau vs. W. T. Ry. et al. 
November 1—St. Louis, Mo.—Examiner Mackley: 
jl. and S. No. 1634—Petroleum and its products from Texas, Louis- 
iana and Arkansas points to Memphis and Ohio River points. 
Portions of F. S. App. No. 643 filed by F. A. Leland, and vari- 
ous other fourth section applications in olan to petroleum and 
petroleum products from Texas producing points to Memphis, 
Tenn., and other Ohio and Mississippi River crossings, etc. 
November 1—Oklahoma City, Okla.—Examiner Disque: 
* 13535—Corporation Commission of Oklahoma vs. Aberdeen & Rock- 


fish R. R. et al. 
November 9—Aiimeceneiia, Minn.—Examiner Carter: 
* 1. and S. 1670—Storing, sorting and treating of lumber and forest 


products at Chicago, Milwaukee & St. Paul Ry. stations. 


November 2—St. Louis, Mo.—Examiner Mackley: 


* 1. and S. 1667—Scrap iron and steel between Ohio and Mississippi 
River crossings. 


November ge Pa.—Examiner Smith: 
il. and S. No. 1659—F ruits, melons and vegetables from Southwes! 
to C. F. A. and Trunk Line points. 


November 2—San Francisco, Calif.—Examiner Cassidy 
1 olden Eagle Milling Co. et al. vs. Bamberger Electric 
R. R. et al. 
November 3—New York, N. Y.—Examiner Howell: 
——— Rey League of Commission Merchants of the United 
re. 
13120 “Sub, No. 2 od Fruit Growers, Inc., New York Div. 
P. R. R. et al. 
13120 (Sub. No. 2)—Chas. A. Houck vs. P. R. 
13120 (Sub. No. + mf & G. Lippman, Inc., vs. E R. R. 
13120 (Sub. No. 4)—M. H. Hellman vs. P. R. R. 
13120 (Sub. No. 5)—I. Lowenthall vs. P. R. R. 
13120 (Sub No. 6)—J. Pratt Carroll, nes vs. P. 
13120 (Sub. No. 7, Sub. No. 8, Sub, No. Fas Eh ‘Fruit Growers, 
Inc., New York Div., vs. P. R. R. 

November 3—San Francisco, Calif—Examiner eee: 
13840—Associated Oil Company et al. vs. Arizona stern et al 
November 3—Washington, D. C.—Examiner i nremter: 

13975—Texas Gulf Sulphur Co. vs. C. R. R. 
November 3—New Orleans, La.—Examiner ~ ia b 
1. and S. No. 1651—Oyster shells from Biloxi, Missiesippi. and “ 
points on L. & N. R. R. to Orange Grove, Miss., New Orleans, 
Mobile and other points in.Alabama. 


. J. et al. 
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Mr. Traffic Man:— 


Have You a Chicago 
Warehousing Problem? 


Save yourself and your Company Time, 
Money and Worry by distributing your prod- 
ucts to your midwestern trade through the 
unexcelled storage and traffic facilities of 


Chicago’s 
Big Downtown Warehouse 


located at the Pennsylvania System’s immense 
Polk Street Terminal. 


This Mammoth Institution 


is at your disposal, offering to you: 


1. The best space in Downtown Chicago for 
the storage of spot stocks readily accessible to 
your Chicago trade. 


2. Superior facilities for breaking pool cars 
and for prompt less-carload reshipment to des- 
tinations anywhere without cartage. 


8. Storage-in-transit privileges. 


4. The consistently conscientious attention 
of a trained organization. 


Consign your cars in our care and find out 
what constitutes dependable, up-to-the-minute 
warehousing service. 


The Largest Public Warehousing 
Unit West of the Atlantic 
Seaboard 


Considerate—Efficient—Economical — Reliable 





Western Warehousing 
Company 


Polk Street Terminal, Pennsylvania System 
CHICAGO 
**At the Edge of the Loop” WILSON V. LITTLE, Supt. 
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The San Antonio and Aransas Pass Railway Co 


J. 8. Peter, ddd 
Vice-Pres. & Gen. Mgr. 7 UY 
San Antonio, Tex. 2 


4. 5 Menghem, Y ZY, Gearyo El : no | y Muskogee 
Gen. Frt. Agt., , [eiro 
San Antonio, Tex. Amarill 3p WY - OklahomaCity 
J. B. Brooks, 
A. G. F. A., 
San Antonio, Tex. 
H. C. Franks, 
Gen. Agt. Frt. Dept., 
San Antonio, Tex. 
W. A. Springall, 
Com. Mm 
San Antonio, Tex. 
A. R. Canfi 
Com. A _ 
Houston, Tex. 
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Making close connection with the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 

List of Direct Connecting Rail Lines: 


Aransas Harbor Terminal Railway 
Fredericksburg & Northern Ry. 


Gulf Colorado & Santa Fe Ry. 
International & Great Northern Ry. 
issouri, Kansas & Texas Ry. 


Houston San Antonio | Corpus Christi 





TO “ 
__FROM  |—— Waco |_Hoaston | Sam Antonio | Corpus Christi Alice flaredovia Alice! © S0uthern FacificLines = == 
Kansas City) ........ 4 days 34 days 3% days 3% days 4 days San Antonio Southern Ry. 
i eee oe 3 “s 3 “s rH Se St. Louis Southwestern Ry. (Cotton Belt) 
New jeans 3 days 3% 3 i 3 3% Land Ry. 
Trinity & Brazos Valley Ry. 
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Where they reach Where to reach them 
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The Apache Trail Highway 


— ALL MOTOR MOUNTAIN TRIP — 


EFFECTIVE NOVEMBER 1, TRI-WEEKLY sleeping-car service will be 
resumed between NEW ORLEANS and GLOBE, Arizona, enabling transcontinental 
passengers to make the 120-mile detour by automobile over the APACHE TRAIL 
HIGHWAY between GLOBE and PHOENIX with convenience and comfort. DAILY 
through sleeping-car service is also in operation between PHOENIX and LOS AN- 
GELES. The detour can be made without the loss of a business hour—arriving Los 
Angeles at 7:55 A. M. instead of the previous night. 


SEE ROOSEVELT DAM—one of the world’s most stupendous engineering 
accomplishments—which has transformed over 200,000 acres of desert waste into 
bounteous fertility. 


nect; 
z the 


Take the 


Sunset Route 
° California 


Every mile a Scene worth while 


Apply to nearest SOUTHERN PACIFIC representative 
for detailed information, rates and _ reservations 


elt) 
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LUCKENBACH LINES 


COAST TO COAST VIA PANAMA CANAL 


Express Freight Services 
U. S. Mail Steamers 












Twin Screw American Steamers 





NEW YORK, PHILADELPHIA, BOSTON, LOS ANGELES HARBOR 
SAN FRANCISCO, OAKLAND, PORTLAND, SEATTLE, 


MOBILE, NEW ORLEANS, LOS ANGELES HARBOR, SAN FRANCISCO 
OAKLAND, PORTLAND, SEATTLE 


Through Bills of Lading issued to and from other North Pacific Ports and Hawaiian Islands. 


GENERAL OFFICES: 44 Whitehall Street, New York 
a eae hg td go ering Oliver Building 1024 Prudential Building § Central Bidg. ee ae rn Sen 





Pittsburgh Buffalo, N. Y. Les 
Mobile Liners, I mee es 710 Spalding Bldg. L.C. Smith Bl ahem seg Sh ee. Agents ineers’ Bldg. 
Mobile, Als. N — Portland, Ore. Seattle » Tacoma, Wash. Cclend, OW 


Vancouver, B. C. 


Coast-to-coast— 
safely and economically 


Your shipping interests are safe with us. 
Ask any of the thousands who use T-C-F 
service... the lowest possible rate; per- 
sonal attention; business-like methods. 
Just get in touch with our nearest office. 





Trans-Continental F sila Company 


Export and domestic freight forwarders. Consolidators of less-than-carload 
lots. Household goods, automobiles, machinery and other commodities. 


General Office: 203 So. Dearborn St., Chicago Eastern Offices: Woolworth Bldg., New York 
Boston, Old South Bldg. Buffalo, Ellicott Square Philadelphia, Drexel Bldg. Cincinnati, Union Trust Bldg. 


Cleveland, Hippodrome Bldg. Los Angeles, Van Nuys Bldg. San Francisco, Monadnock Bldg. Seattle, Alaska Bldg. 
Portland, Ore., 13th and Kearney Sts. 
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